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CONSTRUCTING A GREEN TRANSPORTATION
POLICY: TRANSIT MODES AND INFRASTRUC-
TURE

THURSDAY, MARCH 19, 2009

HOUSE OF REPRESENTATIVES,
SELECT COMMITTEE ON ENERGY INDEPENDENCE
AND GLOBAL WARMING,
Washington, DC.

The Committee met, pursuant to call, at 9:38 a.m., in room 2203
of the Rayburn House Office Building, Hon. Edward Markey
(Chairman of the Committee) presiding.

Members present: Representatives Markey, Blumenauer, Inslee,
Herseth Sandlin, Cleaver, Salazar, Speier, Sensenbrenner and
Blackburn.

Staff present: Danielle Baussan.

The CHAIRMAN. Good morning, and welcome to the Select Com-
mittee on Energy Independence and Global Warming. Today our
hearing is on a green transportation policy.

At the end of this year, the Nation’s primary transportation leg-
islation, the Safe, Accountable, Flexible, Efficient Transportation
Equity Act: A Legacy for Users, will expire. Congressional reau-
thorization of a surface transportation bill will occur at a pivotal
time for the country, for Congress and for the climate. As Congres-
sional leadership and the Obama Administration continue to work
towards goals of energy independence and fighting climate change,
transportation’s contribution to global warming and the potential
to improve climate conditions cannot be ignored. This is under-
scored by the 89 percent of Americans who believe that transpor-
tation investments should support the goal of reducing energy use.
The U.S. transportation sector is responsible for approximately
one-third of our country’s greenhouse gas emissions. About 60 per-
cent of these emissions are from passenger vehicles. The United
States has 4%z percent of the world’s population and 30 percent of
the world’s automobiles. Seventy-seven percent of Americans use a
single passenger car to commute.

There are signs that the United States is moving in a new direc-
tion. Studies show that we are now driving shorter distances and
taking mass transit in record numbers. Transportation legislation
should respond to this public demand and support mass transit as
a way to reduce greenhouse gas emissions. Such legislation should
also look at all modes of transit. This includes the often-overlooked
vehicle of our own feet. Biking and pedestrian policies are thriving
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in communities large and small, urban and suburban, and as my
colleague, Mr. Blumenauer, will tell you, sunny and rainy.

A discussion of climate change legislation and transportation re-
authorization would be incomplete without examining transpor-
tation infrastructure policies and practices. This includes the mate-
rials used in our roads and bridges, the machines that move them
and the people who build them. Transportation emissions don’t
start at the end of the tailpipe. Supporting lower-energy manufac-
turing procedures and recycling for common transit materials can
also reduce every ounce of CO; from the transportation sector along
with fuel-efficient heavy-duty machinery. Renovating existing in-
frastructure to reflect low-impact design standards improves water
runoff and can increase air quality.

Congress must reroute its approach to transportation policy. It
must be acknowledge the indivisible link between transportation
and climate change by giving the public choices in transit. People
should drive because they want to, not because there is no sidewalk
leading to the train station or because the city bus system does not
expand into the suburbs. By doing this, transportation policy helps
meet our President’s environmental goal to reduce greenhouse gas
emissions and put a stop to global warming. Congress can com-
pound this environmental benefit by supporting low-carbon fuels,
vehicle efficiency technologies and actions that reduce the emis-
sions inherent in our transportation system.

In a few short months, a climate bill and a transportation bill
will be presented to Congress. We must make sure that these bills
reflect the transportation needs of the public and the environ-
mental needs of the planet.

That concludes the opening statement of the chair.

[The statement follows:]
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At the end of this year, the nation’s primary transportation
legislation, the Safe, Accountable, Flexible, Efficient
Transportation Equity Act: A Legacy for Users will expire. ‘
Congressional re-authorization of a surface transportation bill will
occur at a pivotal time for the country, for Congress, and for
climate. As Congressional leadership and the Obama
administration continue to work toward goals of energy
independence and fighting climate change, transportation’s
contributions to global warming and the potential to improve
climate conditions cannot be ignored. This is underscored by the
89 percent of Americans who believe that transportation
investments should support the goal of reducing energy use.

The U.S. transportation sector is responsible for approximately
one-third of our country’s greenhouse gas emissions. About 60
percent of these emissions are from passenger vehicles. The United
States has four and a half percent of the world’s population and 30
percent of the world’s automobiles. 77 percent of Americans use a
single passenger car to commute. But there are signs that the
United States is moving in a new direction. Studies show that we
are now driving shorter distances and taking mass transit in record
numbers. Transportation legislation should respond to this public
demand and support mass transit as a way to reduce greenhouse
gas emissions. Such legislation should also look at all modes of
transit. This includes the often-overlooked vehicle of our own feet.
Biking and pedestrian policies are thriving in communities large
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and small, urban and suburban, and as my colleague Mr.
Blumenauer will tell you, sunny and rainy.

A discussion of climate change legislation and transportation
reauthorization would be incomplete without examining
transportation infrastructure policies and practices. This includes
the materials used in our roads and bridges, the machines that
move them and the people who build them. Transportation
emissions don’t start at the end of the tailpipe. Supporting lower-
energy manufacturing procedures and recycling for common
transit materials can help reduce every ounce of CO2 from the
transportation sector, along with fuel-efficient heavy-duty
machinery. Renovating existing infrastructure to reflect low-
impact design standards improves water runoff and can increase air
quality.

Congress must re-route its approach to transportation policy. It
must acknowledge the indivisible link between transportation and
climate change by giving the public choices in transit. People
should drive because they want to—not because there’s no
sidewalk leading to the train station, or because a city bus system
does not expand to the suburbs. By doing this, transportation
policy helps meet our President’s environmental goal to reduce
greenhouse gas emissions and put a stop to global warming.
Congress can compound this environmental benefit by supporting
low-carbon fuels, vehicle efficiency technologies, and actions that
reduce the emissions inherent in our transportation materials.

In a few short months, a climate bill and a transportation bill will
be presented to Congress. We must make sure that these bills
reflect the transportation needs of the public and the environmental
needs of the planet. Thank you.
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The CHAIRMAN. We now turn and recognize the ranking member
of the Select Committee, the gentleman from Wisconsin, Mr. Sen-
senbrenner.

Mr. SENSENBRENNER. Thank you very much, Mr. Chairman. At
the beginning, let me apologize for leaving after my opening state-
ment but the Judiciary Committee is having a hearing on ACORN’s
intimidation of voters and stuffing the ballot box, and fair elections,
I think, are a capstone of democracy so I will be going there.

President Obama’s budget blueprint recently estimated climate
change revenues, which is taxes by any other name, of $646 billion
by 2019. While this would represent one of the largest new taxes
in our country’s history, President Obama’s estimates are likely
low. A top White House economic advisor recently told Senate staff
that the actual revenues could be two to three times higher. The
global warming tax could reach nearly $2 trillion.

Today we will receive testimony on parts of one sector of our
economy, transportation, that will come under the new regulations
and taxes under the Administration’s proposal. In assessing cli-
mate change legislation, I have repeatedly stated that there are
four principles that I will use to assess it: impacts on the economy,
environmental improvement, international inclusiveness and tech-
nological development. Today’s hearing provides a great oppor-
tunity to focus on how technology can improve our transportation
sector.

This January I wrote EPA Administrator Lisa Jackson to high-
light a Duke University study that found that 75 percent of re-
spondents misjudged relative fuel savings when efficiency was ex-
pressed in miles per gallon. By contract, 64 percent accurately
judged savings when the efficiency was expressed in gallons per
mile. For example, in over 10,000 miles of driving, an improvement
from 10 to 20 miles per gallon saves substantially more fuel than
an improvement from 20 to 40. An improvement from 10 to 11
miles per gallon saves nearly as much fuel as an improvement from
33 to 50. This means that the greatest fuel savings will come from
improving the least-efficient vehicles. Thus, trucks are the low-
hanging fruit in reducing fuel consumption. Despite this, federal
policy has focused almost exclusively on promoting hybrid pas-
senger cars. According to the Oshkosh Corporation, there are
90,000 refuge trucks in the United States, meaning garbage trucks.
Replacing these trucks with hybrids would result in the same fuel
savings as replacing 2% million passenger cars. Ten thousand hy-
brid trucks would save 7.2 million gallons of diesel each year and
would reduce emissions by 83,000 tons. This would be like taking
every car in New York City off the road for 25 days. As today’s wit-
ness, John Boesel, the president and CEO of CALSTART, wrote in
his testimony, because of their high mileage and fuel use, medium-
and heavy-duty vehicles alone make up 7 percent total greenhouse
gas emissions.

To remedy this oversight in federal policy, I have introduced the
Heavy-Duty Hybrid Truck Research, Development and Demonstra-
tion Act of 2009. The Hybrid Truck Act is a bipartisan bill that will
create the federal government’s first grant program exclusively de-
signed to promote hybrid trucks. This bill can help truck manufac-
turers overcome technological hurdles and to reduce the economies
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of scale. It will result in more hybrid trucks, less fuel consumption
and lower emissions. The hidden tax will be added to our electric
bills and into the cost of every product we buy and it represents
a fundamentally different philosophy. While I am advocating a pol-
icy that spends wisely to simultaneously reduce emissions and spur
economic activity, the President is advocating a staggering tax pro-
gram that threatens to consumer spending and business.

I look forward to hearing from today’s witnesses to identify other
areas where federal policy can aid businesses in developing the
tichnologies we need to combat climate change, and I thank the
chair.

The CHAIRMAN. Great. I thank the gentleman.

I would also like to ask unanimous consent to introduce into the
record a statement by BASF discussing the importance of pre-
serving pavement. Without objection, it will be included.

The CHAIRMAN. The chair recognizes the gentleman from Oregon,
Mr. Blumenauer.

Mr. BLUMENAUER. Thank you, Mr. Chairman.

I did appreciate what our ranking member said in terms of set-
ting the context. There is a lot that we agree with. I hope at some
point we can persuade him to look at the budget that Mr. Obama
has suggested to show where the money goes from the cap and
trade because it is not somehow disappearing into a black hole in
space but to be made available to reduce the problems that average
Americans face on an ongoing basis and to be able to advance the
vision. Much of what he articulated I agree with.

Mr. Chairman, I appreciate deeply your scheduling this hearing
and being able to deal with an important part of the climate
change equation and the livability of our communities. As you
pointed out, we are talking about a third of our greenhouse gas
emissions. We are talking about where most Americans live, work
and recreate. We have opportunities here, and we will hear it from
our witnesses, to be able to tie the pieces together in a way that
reduces greenhouse gases, that inspires new economic activity that
provides more choices for Americans and leads us to a reduced car-
bon future. Despite some of the political posturing we have heard,
I do believe at the end of the day we are going to find that there
is a very significant consensus that is emerging with the American
public, with people in business, labor, environment, the professions,
because there are opportunities and there is lots of low-hanging
fruit. Indeed, we will hear today about some things just talking
about picking fruit up off the ground and they have in many cases
multiple benefits in terms of improving health to the individual,
new economic activities, not just saving the planet. I look forward
to hearing from our witnesses, Mr. Chairman, and to be able to ex-
plore with you the big picture where we are looking at technology,
economic development, strengthening the communities, solving
multiple problems simultaneously. I am pleased that the Presi-
dent’s budget blueprint provides an opportunity to finance it, to be
able to encourage it and to be able at the same time to provide sup-
port for businesses and American families in a way that they will
actually be better off not suffering from the consequences of carbon
pollution and climate change.

Thank you, sir.
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The CHAIRMAN. I thank the gentleman.

The chair recognizes the gentlelady from Tennessee, Ms.
Blackburn.

Ms. BLACKBURN. Thank you, Mr. Chairman, and I want to wel-
come our witnesses. I also, as Mr. Sensenbrenner had mentioned,
have to step out. I am going to have to step downstairs to see our
air conditioning and heating manufacturers that are in a meeting
down there on some similar subjects and then come back to join
you, but I want to thank you for the hearing and I do want to wel-
come all of you.

As you can hear on this panel, we will disagree about the issue
of global warming and climate change and the science that is in-
volved there, but one of the things I think that we all agree on is
that traffic congestion is a problem and that this is something that
does need to be addressed, and I would say, I am one of those that
says there is plenty that could be done and should be done other
than investing billions of dollars in a high-speed rail from Los An-
geles to Las Vegas but there are other ways, low-cost ways to ad-
dress the situation. There was a study by the Texas Transportation
Institute that included some really commonsense approaches to
this issue, freeway ramp metering, traffic signal coordination, inci-
dent management, high-occupancy toll lanes. Taken together, these
measures would reduce hundreds of millions of traffic hours, save
billions of gallons of gas and eliminate thousands of tons of emis-
sions, all of which are important to us.

So I think that investing highway money to correct inadequate
bridges and increase road capacity coupled with a few simple im-
provements would significantly reduce emissions, reduce fuel wast-
ed and traffic congestion and move us in a more commonsense ap-
proach along the way to solving the problem.

With that, I will yield back the balance of my time and look for-
ward to the testimony. Thank you, Mr. Chairman.

The CHAIRMAN. I thank the gentlelady.

The chair recognizes the gentleman from Colorado, Mr. Salazar.

Mr. SALAZAR. Thank you, Mr. Chairman, and I will submit my
full statement for the record, but I just wanted to briefly let the
panel know that I am very interested in energy independence and
trying to figure out where we go from here. I would like you to ad-
dress the argument that a lot of people talk about, whether we
should do maybe a carbon tax instead of a cap-and-trade system,
if you would, but I also wanted to commend the second panel, John
Deere. I am a farmer by trade, I run nothing but green tractors,
and I want to commend you for your fuel efficiency efforts in that
respect.

So thank you very much, Mr. Chairman. I yield back.

[The statement follows:]
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Opening Statement
Congressman john T. Salazar
Select Committee on Energy Independence and Global Warming
‘Constructing a Green Transportation Policy: Transit Modes and Infrastructure’
March 19, 2009

Thank you Mr. Chairman.

Good morning, I'm looking forward to hearing the
testimony today.

We have a complex problem before us. We must
address how to best meet the transportation needs of
our constituents, while also addressing green house
gases and other environmental concerns.

Colorado, and the 3™ Congressional district, faces
unique challenges in transportation. As the only
Coloradan on this committee | take my role in
representing the diverse needs of our state very
seriously.

I believe it is critical that we tackle the urban
transportation matter before us today. We also don’t
want to neglect the critical role rural areas play.

In recent years many of the communities in my
district have seen mass transit ridership increase over
50% and population increases of 100% or more.
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I’d like to hear your thoughts on how rural America
can incorporate your suggestions as you present your
testimony and answer questions.

We’re all aware that the U.S. transportation sector is a
major contributor to greenhouse gases. We need to
change how we approach transportation.

Sturman Industries is an innovative company in
Colorado that uses Apollo Space mission technology
to address green house gases.

They develop equipment that can retrofit stationary
power generation and new engines to meet renewable
energy demands. They do this in an affordable
manner. We need to support companies like these.

I understand that engineers have developed a variety
of technologies that can be incorporated into the
transportation infrastructure.

Technologies that contribute to controlling storm
water and mitigating non-point source water pollution.

Many of these technologies have not been adopted in
many jurisdictions, or by private entities. We need to

2
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make these technologies accessible to industry in an
economically feasible manner.

Advances have also been made in mass transit, smart
communities, and bike and pedestrian friendly cities.
We need to do more.

Iimplementing these innovations requires close
cooperation between large groups of stakeholders.

Contractors, highway and environmental
administrators at the federal, State, and local level
need to work together. We need to make good laws to
ensure this happens.

Thank you for your testimony and time today.
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The CHAIRMAN. Great. Let me thank the gentleman.

The chair recognizes the gentleman from Missouri, Mr. Cleaver.

Mr. CLEAVER. Thank you, Mr. Chairman. I have an abbreviated
statement.

I think we are at an unusual moment, and if you deny global
warming, that is fine. We are the only people on the planet with
a sizable group still saying that there is no climate change, but we
do have an unusual moment here and nobody can argue that put-
ting COz in the atmosphere is good no matter what you believe.
That just can’t be good. I am trying to find somebody who thinks
that we need to suck it up. It is not a good thing.

But some good things are happening. We are at a 52-year high
with transit ridership, and I think that is a good thing. It was
brought by two things: One, when we had the tremendous rise in
the price of a barrel of oil, which ran gasoline prices up, and then
the economy going down, people not able to buy new cars and so
they go to transit. And so what I think we have got to do is figure
out a way to create the most ecologically and environmentally sen-
sitive system of mass transportation on the planet. Any nation who
has a system superior to ours creates embarrassment to us, and so
I am interested in hearing your ideas and suggestions and look for-
ward to your comments.

I yield back the balance of my time.

The CHAIRMAN. Great. The gentleman’s time has expired, and
now we will move to our very distinguished witnesses, and our first
witness this morning is Mr. Peter Varga, who is the CEO of the
Interurban Transit Partnership. He is in charge of operating the
urban transit system in Grand Rapids, Michigan called The Rapid.
Grand Rapids has become a leader in green buildings, mass transit
and other environmental initiatives. Mr. Varga previously worked
in transit management and safety in Muskegon, Michigan, and
Santa Cruz, California. We welcome you, sir.

STATEMENTS OF PETER VARGA, CEO, INTERURBAN TRANSIT
PARTNERSHIP; ANDY CLARKE, EXECUTIVE DIRECTOR,
LEAGUE OF AMERICAN BICYCLISTS; CHRIS ZIMMERMAN,
BOARD MEMBER, ARLINGTON COUNTY BOARD; AND JOHN
BOESEL, PRESIDENT AND CEO, CALSTART

STATEMENT OF PETER VARGA

Mr. VARGA. Good morning. Thank you, Chairman Markey and
members of the Select Committee. This is really a great oppor-
tunity for me.

We are a transit system that is quite successful in the United
States and growing and I think that is one of the reasons why I
am here because I want to talk about how you can achieve 10 per-
cent growth in transit, double the ridership in a decade. We started
the Authority about nine years ago. We have expanded services
over time and in fact, we are now transporting 9.1 million trips a
year and that is double of the ridership that we had a decade ago.

The Grand Rapids region is quite well known for its greening ef-
forts and its green transportation. We are part of a community sus-
tainability partnership with cities, with businesspeople and with
universities. Eighteen percent of all LEED projects in the United
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States come from Grand Rapids metro region. We have the first
rectory, the first church, the first public museum, the first LEED-
certified hospital and we at The Rapid created the first LEED-cer-
tified public transit building in the United States. We never antici-
pated being first but we ended up being first, and being first, you
can never change that so we tried to herald it.

We are very well known for our sustainable practices. In my tes-
timony, I talk to your about central station project, which is LEED.
We are going to start using the American Recovery and Reinvest-
ment Act to expand our wealthy operations center, our mainte-
nance facility, and it is intended to be a LEED facility as well. And
because of our leadership in public transportation sustainable prac-
tices, we are designated by the Sierra Club in 2008 as a Cool City
along with Denver and Minneapolis.

In my testimony I give you several examples of public environ-
mental benefits of a public transit system but I wanted to highlight
one thing. Currently, there are more than 10 billion trips taken
yearly on public transportation. With each additional billion trips
taken, oil consumption can be reduced by 420 million gallons and
our carbon footprint reduced by 3.7 million metric tons. Let us as-
sume the 10 percent growth we have done in Grand Rapids in pub-
lic transportation trips. The United States could save 141.9 million
metric tons of carbon emissions annually equal to 8 percent of total
carbon emissions from transportation and also save 15.2 billion gal-
lons of fuel per year. I don’t know how we get from the Persian
Gulf but if it equals that, that would be worth it, wouldn’t it?

I have also put in some more statistics and information in my
testimony talking about how individual actions impact the environ-
ment and how we can reduce carbon footprint. I am not going to
go through them but I really wanted to talk to you about invest-
ment in public transit. With an average return of 6.1 percent in in-
vestment, we could create millions of American jobs, generate enor-
mous public and private revenue and make the country more eco-
nomically and environmentally efficient. At a time when our coun-
try has been calling for stimulus, sustaining a 5.5 percent growth
in public transportation would support 5.3 million jobs and a 10
percent growth could support 8.9 million jobs.

So one of the things I did want to talk to you about is, I have
in my testimony how Grand Rapids specifically has benefited from
its public transit system. The highlights I would like to say is, we
are starting to do a BRT project under Very Small Starts. We have
completed a streetcar feasibility study that shows that it is feasible
in the downtown area and we are trying to create a public-private
partnership to develop it because currently under the New Starts
program we are incapable of actually pushing streetcars forward.
We have significantly improved transit services in the last decade
and we doubled our ridership, as I said. The importance of this is
that I do believe that the United States can double its ridership as
well with the right kind of public investment. The primary reason
why I am here today is to give you the how can Congress support
local and regional public transit. You could increase the availability
of funds for fixed projects like our proposed bus rapid transit
project and others like light rail, commuter rail and streetcar. You
can make available for funds for nonmotorized auctions such as
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walking and bicycling. You can reduce the transportation cost for
Americans through investment of——

The CHAIRMAN. If you could summarize, please?

Mr. VARGA. I will sum it. Sorry. In sum, I have indicated in my
testimony that there are several ways that federal climate and
transportation legislation can effect positive change and I encour-
age you to take each one of those measures that I have outlined
and implement them because we don’t have enough time as we are
trying to save the earth.

[Statement of Mr. Varga follows:]
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Select Committee on
Energy Independence and Global Warming
U.S. House of Representatives

March 19, 2009

Testimony from Peter Varga
Chief Executive Officer
Interurban Transit Partnership
Grand Rapids, Michigan

Good Morning Chairman Markey, Ranking Member Sensenbrenner, and Members of the Select
Committee. Thank you for the opportunity to testify today on “Constructing a Green Transportation
Policy”. | am Peter Varga, the Chief Executive Officer of the interurban Transit Partnership, (The Rapid
as it is known locally). The Rapid operates 26 fixed bus routes and a variety of other mobility options,
including paratransit service to people with disabilities and seniors, a vanpool program and manages a
rideshare matching program for the six counties in the Grand Rapids metropolitan area. We transported
9.1 millign rides in fiscal year 2008, which is 11% more than the previous year. We have doubled our
ridership in the last ten years.

The Grand Rapids region is quite well known for its efforts in greening. A Community Sustainability
Partnership has been formed that includes the major universities, the City of Grand Rapids and several
corporate partners, to which The Rapid also belongs. Grand Rapids has been called by Fast Company
Magazine as one of the “greenest” cities in the United States. Eighteen percent of LEED projects in the
United States are in the greater Grand Rapids region. The first rectory, the first church, the first public
museum and the first LEED certified hospital are among such projects. The Rapid’s Central Station is the
first LEED certified public transportation facility in the United States.

The Rapid is nationally known for following sustainable practices. Central Station’s innavative design
incorporates energy efficient technology, a living green roof, recycled materials, storm water retention
and returning clean water into the storm sewer system, amaong other environmental elements. We have
five hybrid electric buses in our fleet and are proposing to purchase 10 hybrid electric buses as part of
the Bus Rapid Transit project that has been approved by the Federal Transit Administration to go into
“project development”. Using American Recovery and Reinvestment (ARRA) funds, we are beginning
the design work on an expansion to our Wealthy Operations Center, the operations and maintenance
facility. This too is intended to be a LEED certified facility. The facility is also being designed with
sustainable management practices honed from the manufacturing community. Because of our
leadership in public transportation sustainable practices, we were designated by the Sierra Club in 2008
as a “cool city” along with Denver and Minneapolis.

What are the public and environmental benefits of a public transit system?

Transportation is one of the largest and fastest growing elements of the United State’s dependence on
foreign oil and is also the largest contributor to carbon emissions. Currently foreign oil consumption is
more than 58% of all U.S. consumption. Vehicle miles travelled is fast outpacing population growth on a
four to one ratio. According to a 2006 report from the U.S. Department of Transportation, Bureau of
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Transportation Statistics, since 1973 Americans are travelling 250% more miles per capita each year, and
using over 36 percent more oil for transportation purposes. All efforts to reduce the oil consumed by
transportation {68 to 70 percent of all oil in the United States) and the carbon footprint (33 percent of
all carbon emissions) must include offering real choices in transportation that dramatically reduce
vehicle miles travelled by cars. One course of action that can significantly change this pattern is the
transfer of trips to public transportation. Each public transportation passenger mile added results into
two vehicle miles less traveled. So let us assume that there can be an accelerated growth in public
transportation annually in the United States. Currently, there are more than 10 billion trips taken yearly
on public transportation. With every additional billion trips taken, oil consumption can be reduced by
420 million gallons, and our carbon footprint reduced by 3.7 million metric tons. Establishing a national
goal to double ridership by 2020 could have significant effects. With an average “modest” growth rate of
5.5 percent, the United States could save another 4.5 billion gallons of fuel per year and an additional 46
million metric tons of carbon emissions per year. With a ten percent growth rate in public transportation
trips, the United states could save 141.9 miilion metric tons of carbon emissions annually (equal to eight
percent of total carbon emissions from transportation today) and also save 15.2 billion gatlons of fuel
per year. How much do we import from the Persian Guif? If it is equivalent, would that not be worth it?

More and more people are aware of how their individual actions impact the environment and are taking
steps to reduce their carbon footprint. A study, Public Transportation’s Contribution to U.S. Greenhouse
Gas Reduction, was prepared for the American Public Transportation Association by Science Applications
International Corporation. The research shows that when compared to other household actions that
limit carbon dioxide (CO,), taking public transportation can be more than ten times greater in reducing
this harmful greenhouse gas. For comparison:

e Home weatherizing and adjusting the thermostat for heating and cooling saves 2,847 pounds of
carbon per year. Transit use saves almost twice the carbon.

e Replacing five incandescent bulbs to lower wattage compact fluorescent lamps saves 445
pounds of CO, per year. Transit use saves more than ten times the CO,.

» Replacing an older refrigerator freezer with a high efficient one saves 335 pounds of CO, per
year. Taking public transportation saves more than fourteen times the carbon.

Another public benefit of public transportation is the creation of jobs. According to a Federal Highway
commissioned study of public transportation’s economic impact, an annual capital and operating
investment in transit of 1 percent of our Gross Domestic Product could maintain a 5.5 percent growth
rate in public transit. Coming from a combination of federal, state and local resources and the private
sector, to maintain an average growth rate of ten percent an investment of 1.6 percent of our GDP
would be required. It could transform fuel consuming sectors, as well as create jobs. With an average
return of 6:1, such an investment would create millions of American jobs, generate enormous public and
private revenue and make the country more economically and environmentally efficient. At a time when
our country has been calling for “stimulus”, sustaining a 5.5 percent growth in public transportation
could support 5.3 million jobs and a 10 percent growth rate could support 8.9 million jobs.

How has Grand Rapids specifically benefitted from its public transit system?

Until 2000, the Grand Rapids region was served by the Grand Rapids Area Transit Authority. In 1999, a
new transit authority, the Interurban Transit Partnership, was formed by the six cities in the metro
region and a property tax millage was passed for the first time to expand services and work to fulfill the
elements of an approved long range plan cailed Metro Mobile 2020. This was the first regional authority
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for the area and it assumed the responsibility for improving expanded transit services in the area. Also
known as The Ropid, this authority then passed two additional property tax millages in 2003 and in
2007, in response to increasing service demands from the community. We are now preparing to pass a
fourth millage to implement a 9.8 mile Bus Rapid Transit project called the “Silver Line” that has been
approved for project development by the Federal Transit Administration under the New Starts Very
Small Starts program. We have also completed a streetcar feasibility study that has shown that a
downtown streetcar project would lead to economic development in Downtown Grand Rapids. We are
proceeding with an effort to raise private funds for a public-private partnership to develop an initial
2-mile streetcar system. As | stated earlier, we have constructed the first LEED certified public transit
facility in the United States, which has led to various new transit oriented developments in what used to
be a largely abandoned industrial area. These include student apartments called Hopson Flats, Founders
microbrewery and pub, and a dance studio and performance hali for the Grand Rapids Ballet, among
other developments.

We have significantly improved transit services in the last decade and we have doubled our ridership in
the period. As a consequence, from 1998 to 2009 ridership in the region has grown an average of 10%
each year. | am here to tell you that transit growth of 10% in the United States is quite feasible; it has
happened in Grand Rapids. Ridership growth in the United States was approximately 4% last year, and if
we are to make an impact on reducing vehicle miles travelled and creating a successful mode shift to
transit in the United States, additional investment and a federal policy change needs to occur.

How can Congress support local and regional public transit?

Congress can support local and regional public transit. Some of this has already occurred with the
increase of investment in public transportation as evidenced by the American Recovery and
Reinvestment Act and the Omnibus Bill that were recently passed by Congress. Congress can also
develop other things to supplement current investment efforts. First, Congress can develop climate
change legislation that helps to expand transit services in the nation. One example could be the auction
or sale of emission allowances under a “cap and trade” system. Another could be an emission reduction
program that would raise new revenues to fund operating and capital funds to help systems grow. A
third could be passage of a bill that would raise revenues by a user fee on vehicle miles travelled that
would create additional investment in public transportation infrastructure.

Congress could also increase the availability of funds for fixed guideway transit projects like our
proposed Bus Rapid Transit project, and other modes like light rail, commuter rail, or streetcar systems.
These fixed guideway projects create energy efficient land use patterns that reduce green house gas
emissions, as well as provide for economic development with the growth of transit oriented
development around stations. Transit oriented development creates new housing patterns that
eliminate the need for cars for some people, resulting in an increased modal shift from car to bus.

Congress can also increase the availability of such funds for non-motorized options such as walking and
bicycling. Most people walk to transit stops and some use bicycles to access public transportation. Any
non-motorized form of transpartation by virtue is a reduction of carbon emissions and an opportunity
for public transit growth at the same time. Efficient land use has the potential to significantly change the
way we live. Higher densities allow for closer proximity for housing, retail and employment, reduced
driving distances and enable communities to plan for and support alternative travel plans. in many
urban core areas, trips taken for shopping, dining or other purposes are often made on foot. Congress
can, therefore, prioritize integrated transit modes that support the development of non-motorized
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options while enhancing public transportation. Depending on several factors, including integrated land
use and pedestrian-friendly design, compact development can reduce driving by 20 to 40 percent,
according to the forthcoming book by the Urban Land Institute, Growing Cooler: The Evidence on Urban
Devefopment and Climate Change. Typically, Americans living in compact urban neighborhoods where
cars are not the only transportation option drive a third fewer miles than those in automobile-oriented
suburbs, the researchers found.

Congress could also reduce the transportation costs for Americans through an investment of public
transportation. 1 invite Congress to look at two reports that are most helpful for identifying how much
Americans are spending on transportation, depending on where they live.

Realizing  the  Potential:  Expanding  Housing  Opportunities  Near  Transit, by
Reconnecting America’s Center for Transit-Oriented Development for FTA and HUD - This new
national study funded by the Federal Transit Administration and the U.S. Department of Housing
and Urban Development shows that location matters a great deal when it comes to reducing
household costs. While families who live in auto-dependent neighborhoods spend an average of
25 percent of their household budget on transportation, families who live in transit-rich
neighborhoods spend just 9 percent, the study says. The report examines five case study regions
- Boston, Charlotte, Denver, Minneapolis, and Portland ~ to better understand the proactive
strategies being undertaken to create and preserve affordable housing near transit.

A Heavy Load: The Combined Housing & Transportation Burdens of Working Families, Center for
Housing Policy, 2006 ~ This is an excellent report that looks in particular at families making $20-
50,000 annuatly. On average, the study found that working families in the 28 metropolitan areas
spend about 57 percent of their incomes on the combined costs of housing and transportation,
with roughly 28 percentof income going for housing and 29 percent going for
transportation. While the share of income devoted to housing or transportation varies from
area to area, the combined costs of the two expenses are surprisingly constant. In areas where
families spend more on housing, they tend to spend less on transportation, and vice-versa. The
report found that families spend even more on transportation than they do on housing in areas
with no or few transportation options besides driving.

Congress can also provide 100% funding for the acquisition of alternatively fueled vehicles, or at least
provide for the extra cost that it takes to provide such vehicles. It costs approximately $200,000 more
for us to purchase hybrid electric vehicles compared to standard buses. Why not provide 100% of the
funding for the upgrade. It will also stimulate the development of the manufacture of cleaner, greener
public transportation vehicles.

Congress can also look at streamlining the funding for Very Smali Starts projects. We started our BRT
study more than five years ago. When and if we implement a Bus Rapid Transit Project in our area, it will
take nine years. | am not advocating for the elimination of such things as environmental analysis, but |
am advocating for looking at Very Small Starts as an effort to speed up development for projects that
cost anywhere from $40 million to $75 million in investment, as long as the transit systems demonstrate
a capacity for technical and financial capability to operate these smaller systems.

Lastly, | would encourage Congress to insure that smaller growing cities such as Grand Rapids can fairly
compete in the development of fixed guideway transportation, and may get additional support if
necessary to support the intensive transit growth in such communities.
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How can public transit reduce overall greenhouse gas emissions from the transportation system?

Public transportation can help reduce greenhouse gas emissions — it can do it now, and it can do it by
expanding America’s mobility choices. Public transportation investment, as | have described, and energy
efficient land use policies and other strategies that promote transportation choices, are proven ways to
reduce emissions from the transportation sector. According to ICF international, in their 2008 study
“The Broader Connection between Public Transportation, Energy Conservation and Greenhouse Gas
Reductions”, public transportation use currently reduces CO, emissions by more than 37 million metric
tons every year in the United States by reducing travel and congestion and supporting more efficient
tand use patterns. Those whe choose to ride public transit reduce their carbon footprint and conserve
energy by eliminating travel that would occur in a car. People living near transit also have shorter trips
when they drive to transit. In fact, households within close proximity to public transit drive an average
of 4,400 fewer miles annually than those who have no access to public transportation. According to U.S.
census data, however, only 54 percent of American households have access to any public transportation
services.

This power of public transit to reduce greenhouse gases can only begin with a federal policy that
expands transit availability and promotes efficient land use patterns and transit oriented development.
Efficient land use combined with increased investment in improved and effective public transit service,
especially fixed guideway projects, provides results that are far beyond the increased use of public
transportation.

To sum, | have indicated in my testimony several ways in which federal climate and transportation
legislation can effect positive change to promote energy independence and the reduction of greenhouse
gases. These include increased support for regional efforts for transit such as demonstrated by the
Interurban Transit Partnership, increase the investment in public transit, increase the availability of fixed
guideway projects in the United States, increase the availability of funds for non-motorized
transportation, promote transit oriented development strategies, encourage or incentivize the
acquisition of alternatively fueled vehicles, streamline the Very Small Starts process, and assure that
major transit investments promote energy efficient land use patterns and promote concentrated
economic development or smart growth. Lastly, | encourage the promotion of climate change legislation
that includes and expands funding for public transit apart from the traditional funding sources.
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The CHAIRMAN. Thank you, Mr. Varga, very much.

I am going to allow the leading bicyclist advocate in the Congress
to introduce our next witness.

Mr. BLUMENAUER. I wouldn’t say that where Mr. Oberstar could
hear you, but thank you, Mr. Chairman.

It is a pleasure today to have Andy Clarke. Andy is the executive
director of the League of American Bicyclists. Last week he just
hosted people from 47 States, several foreign countries, over 600
advocates who were in and around the Hill sporting our trademark
bicycle pin. I first had an opportunity to become acquainted with
Mr. Clarke when he was advising the Federal Highway Adminis-
tration’s Pedestrian and Bicycle Information Center. He is a tire-
less advocate, extraordinarily knowledgeable, and we are lucky to
have him here today. Welcome.

STATEMENT OF ANDY CLARKE

Mr. CLARKE. Thank you, Mr. Chairman, thank you, Mr.
Blumenauer and members of the committee for the opportunity to
testify before you this morning on the important role that bicycling
can play in reducing oil dependence and global warming.

Let me return the favor and acknowledge and thank Congress-
man Blumenauer for his leadership on bicycling and livable com-
munities issues for passage last year of the bicycle commuter tax
provision and for your leadership of the Congressional Bike Cau-
cus, which I believe now boasts a majority of House members.

Last week as you kicked off our 9th National Bike Summit, we
heard from the head of Copenhagen’s bicycle program. Thirty-six
percent of trips are made by bicycle in this northern tier city of 1
million people. Copenhagen is hosting the next round of climate
change talks in December and we hope delegates from all over the
world will see firsthand how a world-class city thrives with bicy-
cling at its core. Our summit participants were obviously wired by
the sheer numbers of cyclists and the infrastructure that accommo-
dates them yet the one critical lesson we learned is that Copen-
hagen was not always a bicycling paradise. In the 1970s their city
streets, their squares, their public spaces were overrun with cars.
They chose a different path and have seen bicycle use increase dra-
matically and now have their sights set on a 50 percent mode share
for bicycling by 2015.

Of course, there is a big difference between Copenhagen and U.S.
cities. I mention it because they are actually changing people’s be-
havior and I think that is the key. Bicycling is perhaps the ulti-
mate zero-emission transport mode. We all know that getting more
people to ride or walk instead of driving will help reduce emissions.
The question is, will they actually do it. We have the answer here
in the United States in many of our bicycle-friendly communities.
For example, since 1991 Portland, Oregon, has seen a 490 percent
increase in bicycle traffic as their bikeway network has grown from
60 miles to 280 miles. In practical terms, that means that more
than 16,000 cyclists now cross Portland’s downtown bridges every
day instead of 2,500 in 1991. A green dividend has been calculated
for Portland’s integrated transport investment. The average
Portlander drivers 4 miles less per day than the national average,
saving 2.9 billion miles of vehicle travel and keeping more than $1
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billion in the pockets of Portland residents. Other cities that I doc-
ument in my testimony such as New York, San Francisco, Cam-
bridge, Minneapolis and Washington, D.C., have seen phenomenal
bicycle mode share increases in recent years because of the policies,
programs and funding they have invested to improve conditions for
bicyclists.

So how can the federal government support bicycle travel? Cli-
mate change legislation and the next transportation bill will direct
hundreds of billions of dollars to transportation projects and it is
essential that a significant percentage of that investment completes
bicycling, walking and transit systems in our cities. A recent sur-
vey by the National Association of Realtors found that close to 90
percent of Americans agree with that approach. We must have a
national complete streets policy to ensure that all those funds im-
prove the safety and convenience of bicyclists, pedestrians, people
with disabilities, transit users and yes, even motorists.

On that point, let me reiterate that bicycling, walking and tran-
sit rise and fall together. I am not pleading a special-interest case
today for bicycle enthusiasts. I am suggesting that livable, sustain-
able communities are built on the ability of people to walk, ride a
bike and take transit for many of their daily needs and that motor-
ists and urban freight providers will benefit from having fewer cars
on the road. Equally, I am not suggesting that everyone suddenly
become a 60-mile round-trip Lycra-clad bicycle commuter. Our
focus must be on the 40 percent of trips in this country that are
just 2 miles or less. Ninety percent of those trips are today made
by car. Those are the most polluting trips. These are the trips we
must make easy and convenient to be made by bike. This is where
the greatest potential lies to reduce climate emissions in the years
ahead.

Today’s focus is obviously on climate change and oil use and we
support a greater emphasis on transit, more fuel-efficient vehicles
and hybrids, but I would be remiss if I did not remind the com-
mittee as my colleague, Congressman Blumenauer, has done, that
when you encourage bicycling and walking, you also help address
the health, physical activity, air quality, congestion and economic
challenges faced by individuals, communities and our Nation.

So thank you, and I would be happy to answer any questions.

[Statement of Mr. Clarke follows:]
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WRITTEN STATEMENT OF ANDY CLARKE
PRESIDENT
LEAGUE OF AMERICAN BICYCLISTS
SUBMITTED TO THE SELECT COMMITTEE ON ENERGY INDEPENDENCE
AND GLOBAL WARMING
MARCH 19, 2009

Mr. Chairman and members of the comunittee, on behalf of the League of
American Bicyclists” 300,000 affiliates and members, and the 57 million adults who will
get on a bike this year, I thank you for allowing me to speak with you regarding the
considerable role cycling and walking can play in combating climate change and
promoting energy independence.

How Popular is Bicycle Travel?

Every year in May, we celebrate national Bike to Work Day. Tens of thousands of
people in communities across the country will bicycle to work, this year on May 15, and
in the Washington, D.C., area alone, more than 7,000 riders will converge on Freedom
Plaza and other locations. If those 7,000 riders chose to drive to work instead of
bicycling, they would generate 64,000 1bs (32 tons) of carbon dioxide, 3,200 Ibs (1.5
tons) of carbon monoxide and they would burn half a tanker truck full of gasoline, and
they would do the same on the way home.

That’s just one day, here in Washington D.C. Imagine that every day of the week,
in every one of our 450 metropolitan areas across the country — that would amount to a
reduction of 14,400 tons of carbon dioxide for that one day. According to the 2000
Census, there were 500,000 bicycle commuters in the United States — less than half of
one percent of journeys to work and woefully short of the percentages in Canada (1.2%),
the United Kingdom (2%), Germany (11%), Denmark (20%) and the Netherlands (27%).
Last year, the Census Bureau’s annual American Community Survey reported that this
number had grown to 650,000.

The Department of Transportation’s National Household Travel Survey (NHTS),
last completed in 2001, puts the percentage of all trips made by bike at just less than one
percent. However, when combined with walking, the two non-motorized modes of travel
account for almost one in ten (9.5%) of all trips.

Bicycling is also popular for non-work related travel, which the NHTS reports is
now more than 80 percent of all trips by all modes. There were 3.3. billion bicycle trips in
2001, mostly for social, recreational and family trips, and for trips related to education. A
study by the Bureau of Transportation Statistics the following year reported that 57
million adults rode a bicycle during the year. The Outdoor Industry Foundation reports
that bicycling is the second most popular outdoor activity (after hiking) and that the
activity has an annual economic impact in the United States of $131 billion.
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Potential for Bicycle Travel to Grow
The NHTS also documents some important numbers that are often overlooked.

In our metropolitan areas, more than 40% of all trips are two miles or less — a very
manageable bike ride — and more than one-quarter are just one mile or less.

Furthermore, the data shows that within that 28.3% of the trips that are one mile
or less in urbanized areas, 65.7% are made by auto. This means that 18.6% of all trips in
metropolitan areas arc auto trips that are one mile or less. These short trips are the most
polluting and the most feasible to switch to bicycling or walking. The city of Chicago
recently adopted a 2015 goal of having 5% of all trips five miles or less made by bicycle.

Survey after survey shows that people want to ride and walk more but are
dissuaded by concern over traffic danger and other barriers. In fact, a recent study
conducted by the Shimano Corporation confirms the enormous latent demand for
bicycling among the 160 million non-bicycling adults in America. When barriers to
bicycling are removed, people start riding.

As a case in point, Portland, Oregon, has seen bicycle use increase by 490% since
1991 as their bikeway network has grown by 250% from 60 miles to 275 miles. They
have also invested in cyclist and motorist education, encouragement programs, simple
measures such as providing bike parking, and fully integrating transit, walking and
bicycling.

Last year alone, bicycle traffic in Portland grew by 28%. Cities across the country
have seen rapid growth in levels of cycling since the 2000 Census — and not just because
of higher gas prices.

e New York City reported a 35% increase in bicycle trips from 2007 to 2008.
Minneapolis saw a 49% increase in ridership between 2006 and 2007 and the
city now has 3.8 percent of trips being made by bike (Minneapolis is one of
four pilot communities created by SAFETEA-LU to study the impact of
concentrated investments in non-motorized travel.)

e Cambridge, Mass has seen their bicycle mode share increase from 3.9% in
2000 to 5.38% in 2006

¢ San Francisco bicycle use was 1% of trips in 1990; this doubled to 2% in 2000
continued to grow to 2.7% in 2007 according to the US Census bureau. Last
year saw another 25% increase in bicycle use.

e Washington D.C. bicycle mode share grew from 1.1% in 2000 to 2.0% in
2006

Many of the short car trips in our metropolitan areas are school-related; parents driving

their children to and from school over very short distances. The Federal Safe Routes to

School program created by SAFETEA-LU 1n 2005, 1s a welcome opportunity to change
the habits of a generation of school children by enabling them to walk and
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bicycle to school —~ and we know from the initial Federal pilot project in Marin
County that real mode shift is possible. The James L. Oberstar award for Safe Routes to
School (SRTS) was presented just last week at the League’s National Bike Summit to
Bear Creek Elementary School in Boulder, Colorado where 70% of children now get to
school by walking or biking. In just the first year of their SRTS program the school
reduced car trips by 36%.

Potential for Bicycle Travel to Reduce Climate Emissions

The Rails to Trails Conservancy recently calculated that a “modest increase” in
bicycling and walking could lead to an annual reduction of 70 billion miles of driving. A
more aggressive increase in bicycle use and walking could avoid 200 billion miles. These
shifts — which would see non-motorized mode share rides to 13% or 25% respectively —
would cut oil dependence and climate pollution from passenger vehicles by 3 percent to §
percent.

Such a change is possible. Portland’s transportation improvements over recent
years mean that the average Portlander commutes by car four miles per day less than the
national average. This translates into 8 million miles of travel per day for the region, and
1.4 million tons of greenhouse gas emissions per year.

Research that is soon to be published in the World Transport Policy and Practice
journal comparing sustainable transport policies in Germany and the United States notes
that car-loving Germans walk, bike and take transit for 41% of their daily trips, almost
four times the equivalent figure in the U.S. Authors John Pucher (Rutgers University) and
Ralph Buehler (Virginia Tech) describe how German cities have managed to balance
high levels of car ownership with safe, convenient transit, walking and cycling. That is
what we must do in the United States.

How Can the Federal Government Support Bicycle Travel?

1. Establish measurable Vehicle Miles Traveled (VMT) reduction targets that states
and localities can meet by shifting short, polluting trips from automobiles to
walking, bicycling and transit.

2. Congress should pass the Complete Streets Act of 2009 (H.R. 1443) and include
such language in the successor legislation to SAFETEA-LU.

3. Congress should pass the Clean, Low-Emission Affordable, New Transportation
Efficiency Act (H.R. 1329).

4. In the upcoming transportation authorization, ensure significantly increased
funding for infrastructure, education, and encouragement programs that will
increase levels of bicycling and walking to 20% of all trips by 2020. A new urban
investment program should target the large number of short car trips — both
commuting and non-commuting — that are the most polluting and also the easiest
to shift to bicycling, walking and transit.
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5. Climate change legislation proposed by this Select Committee should provide
significant funding incentives for communities to implement comprehensive
alternative transportation programs that include a major emphasis on increasing
levets of bicycling, walking and transit.

6. Ensure that funding for bicycling, walking and transit reaches local government
agencies directly, and that State Departments of Transportation are held
accountable to invest funds for these modes in the way Congress intended. Even
18 years after the passage of the landmark ISTEA legislation, states actively look
for ways to re-allocate Transportation Enhancement and other funding programs
that are the primary source of funds for bicycling and walking improvements.

Mr. Chairman, members of the committee, there has been much deliberation over
the past few months in regards to addressing global climate change issues. Many new
technologies and solutions have been brought forward as potential strategies for reducing
greenhouse gas emissions and oil consumption. We support a full range of strategies
from congestion pricing to carbon taxes; from increased intercity and freight travel by
train to road pricing. All of these have the potential to help shift travel to bicycling and
walking — provided they are considered from the outset.

T urge you all, as you deliberate and work to provide leadership in this area, not to
overlook simple, tried and tested, existing technologies — bicycling and walking — that
unlike any of the other options presented to you as we move forward will simultaneously
address critical issues such as obesity, physical inactivity, traffic congestion, and air
quality.

Thank you again for allowing me to comment on this very important issue, and I ook
forward to your questions.
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Andy Clarke
Biographical information

Andy Clarke is President of the League of American Bicyclists, the nation’s oldest
national bicycling organization founded in 1880. Andy has been the chief staff officer of
the League since his appointment as Executive Director in 2004, prior to that he served as
the State and Local Advocacy Director — he was also the League’s Government Relations
Director from 1988 to 1990. Under Andy’s leadership, the League’s education program
has grown to include 1,100 certified League Cycling Instructors; the Bicycle Friendly
Community program has reviewed more than 250 applications and made 96 awards; and
the League’s membership stands at 25,000 individuals and more than 300,000 affiliated
members in 600 local clubs and 150 advocacy organizations.

Prior to joining the League in 2003, Andy served as Executive Director of the
Association of Pedestrian and Bicycle Professionals, and has worked for the Rails to
Trails Conservancy and Bicycle Federation of America (now the National Center for
Bicycling and Walking). While at APBP, Clarke worked on-site at the Federal Highway
Administration as part of the Pedestrian and Bicycle Information Center team. He has
served variously as Chair of the Transportation Research Board’s Bicycle Transportation
Committee, Chair of the America Bikes Coalition, and a founding steering committee
member of the Safe Routes to School National Partnership and Complete Streets
Coalition.

Andy grew up in the United Kingdom where he earned an undergraduate law degree from
the University of Birmingham. He started his career in bicycle advocacy as the part-time
bicycle campaigner for the environmental group Friends of the Earth, where he also
served for three years as the Secretary General of the European Cyclists’ Federation.
Andy is a regular bicycle commuter and recreational rider.
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The CHAIRMAN. Thank you, Mr. Clarke, very much.

Our next witness is Chris Zimmerman. He is a member of the
Arlington County Board in Arlington, Virginia. He serves on the
board of directors of the Washington Metropolitan Area Transit Au-
thority. We welcome you, sir.

STATEMENT OF CHRIS ZIMMERMAN

Mr. ZIMMERMAN. Thank you, Mr. Chairman, members of the
committee. Good morning and thank you for inviting me. I have
submitted a statement for the record. I think to make best use of
your time, I will just sum up a few of the things and will be happy
to answer any questions at the conclusion of the statements.

Let me say first, Arlington, Virginia, right here across the river
is a community with a legacy of what is now called smart growth,
although when my predecessors started it, they didn’t have that
word, and it wasn’t so described, but in 2002 when the EPA gave
out the first award for smart growth, the first award for rural ex-
cellence was given to Arlington for the success in planning and im-
plementing the Roslyn-Boston metro corridor, which has now be-
come kind of a laboratory or something people are coming to study
to see what you can do in what was not previously a real urban
area but was kind of a declining suburb and has been revitalized
as a result of the last generation and has now demonstrated that
there is tremendous potential in a fairly high-income growing area
to move people to alternative transportation, to reduce both car
ownership and car usage and vehicle miles traveled to eliminate
drive-only trips and single car occupancy at an impressive rate and
to do that by choice because people are opting to live there. In fact,
they have to pay a premium that has become actually our biggest
concern. But we have also seen at a county-wide level not only in
the areas where we have the tremendous investment represented
by metro rail that it is possible to get more a transit-oriented, pe-
destrian-oriented lifestyle and that people want it. So throughout
our country we have been approaching this in a similar fashion. We
are a small jurisdiction geographically. We have 200,000 people but
we are only 26 square miles, so we are comparatively dense. Our
metro corridors are only about 10 percent of the land area of the
county and that is where we have concentrated most of this devel-
opment, but even in the other areas we are using things like better
bus service, extensive bicycle network. We have been implementing
bike lanes on street as well as bike trails, improving our sidewalk
network. We have a complete streets approach that was described
by the preceding speaker that has made it easier for people to get
around and in fact people are choosing more and more to walk, to
ride bicycle and so on. Just to give you a rough idea, between 1996
and 2008, our county added 13,000 housing units, over 1,300 hotel
rooms, 5% million square feet of office space, 1.3 million square
feet of retail, over 23,000 residents and 11,000 workers. During
that same period traffic trends were basically flat and transit rider-
ship grew by 44 percent.

There are many other ways you can measure this. Just to give
you one example, if you simply look at who drives alone, you know,
how people get to work basically, if you look at how people get to
work in the Washington metropolitan region, about three-quarters
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or so drive alone. Under the most recent survey we have, which
was 2006 before the big run-up of gas prices, a majority of our resi-
dents do not drive alone to work. Only 47 percent of them do that.
That is county-wide, not just the metro corridors, whereas more
than a quarter of them take the train, 12 percent take the bus, 6
percent walk, 3 percent bike. All those numbers are up since just
2000. In just the course of this decade we have been able to move
more and more people. Again, they are doing it because they choose
to do it because we have made it attractive and increasingly it is
what people tell us they want to do.

I will say that the approach we have had is a comprehensive one.
It centers first on land use and key decisions that have been made
over the years in integrating transportation, but it includes other
components as well including a commitment to alternative fuels,
which we have, for instance, in our bus system, which are CNG,
to a green building policy. We had the first green building policy
in this region going back 10 years ago now when not a lot of people
knew what LEED was, and we have approached it in little ways
too with things like car sharing. We have car sharing available. I
should say we somewhat copied Portland. We straight out stole
your orange poles that you put on the street there. That seemed
like a good idea. And so we have zip cars now, we have flex cars,
and we will invite any provider at every one of our metro stations
and in other places so that many Arlingtonians make that their
second car, including my family, instead of owning two cars. You
know, you don’t need to pay the insurance on it but you have the
second car when you need it. So there are a lot of little things you
can do. We have a comprehensive transportation demand manage-
ment policy that relates to all new development that promotes
transit use, whether it is people working in an office building or
multi-family residential, and I could go on but obviously time is
limited.

Let me finally just say that I think there are a number of things
the federal government could do that would be more helpful for
this kind of policy including making transit investments easier. Ob-
viously we could use more funding but it is also what you have to
go through to get the funding and I will mention that outside of
metro corridors one of the things we are trying to do is implement
a streetcar like Portland’s, and there are many obstacles by the
current state of federal policy.

Thank you, Mr. Chairman.

[Statement of Mr. Zimmerman follows:]
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Introduction
Good Moming Chairman Markey, Vice Chairman Blumenauer, Ranking Member

Sensenbrenner, and Members of the Select Committee.

My name is Chris Zimmerman and | am a Member of the County Board in Arlington,
Virginia. 1 also serve on the Board of Directors of the Washington Metropolitan Area
Transit Authority, the Transportation Planning Board for the National Capital Region, the
Northern Virginia Transportation Authority, the Northern Virginia Transportation
Commission, and the Virginia Railway Express Operations Board.

[ appreciate the opportunity to be with you today to discuss Arlington County’s vision,
efforts and plans to build a transportation system that is good for our citizens, our
nation’s energy security and our environment.
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Transportation in Arlington: Multi-Modal Strategies and Investment

In Arlington, we have shown that individual communities can support increased
economic activity, population and job growth while also reducing the reliance on
automobile travel and associated vehicle miles traveled (VMT) growth. In fact,
Arlington is one of the few places in the country that has managed to grow without
significantly increasing traffic, benefiting not only the people who choose to walk, bike,
or take transit, but also those who choose to drive.

Between 1996 and 2008, Arlington County added 13,000 housing units, over 1,300 hotel
rooms, 5.5 million square feet of office space, over 1.3 million square feet of retail, over
23,000 residents and 11,000 workers. During that same period, traffic trends were flat
and transit ridership grew by over 44%. While Arlington is small geographically,
roughly one-third of all transit trips in the Commonwealth of Virginia either begin or end
in Arlington, representing over 83 million trips per year. Our experience in Arlington has
shown that when given a range of transportation choices, individuals will choose
alternative modes that benefit the environment, the community, and their own quality of
life.

To achieve this level of success, Arlington has focused our efforts and investments on
providing and promoting affordable, convenient, and integrated transportation choices.
In the area of road improvements, Arlington has focused on constructing and managing
our street network to be “Complete Streets”, making them safe and comfortable for
pedestrians, bicyclists, transit riders, motorists, and other users. We have also invested
heavily in expanding and completing the bikeway network with a focus on high-quality
facilities, overcoming barriers, and facilitating overall connectivity, resulting in an
increasing number of bicycle commuters. We have also worked with residential and
commercial partners to provide and promote comprehensive travel information and
transit encouragement through Arlington Transportation Partners, four commuter stores,
and special initiatives such as BikeArlington and WalkArlington.

Additionally, as we are located in the core of a rapidly growing region and at the
confluence of major regional transportation facilities, Arlington has sought to integrate
our local facilities and services with those of neighboring jurisdictions to enhance
regional connections wherever possible. For example, while WMATA operates the
regional bus network, the fifth largest in the United States. Arlington has created
Arlington Transit (ART) as the county’s local bus service to provide service deeper into
local neighborhoods. ART works with the region by operating under the Regional Fare
Policy — charging the same fare as Metrobus, accepting Metrobus tokens and flash
passes, as well as accepting transfers from all bus systems in the region. Through the
extension of this bus network through complementary service, we have been enormously
successful in attracting new riders to transit. From Fiscal Year 1999, when ART services
were initiated, through Fiscal Year 2007, ridership has increased 632%, from just fewer
than 145,000 passenger trips to just over 1,100,000 passenger trips annually.

Thankfully, we have moved beyond the question of how to get people to take public
transportation — they are already doing it. To answer this demand, we must continue to
invest more funding in public transportation and focus on how to move people, not
simply move more cars.
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Smart Growth

It is important to point out that although there are many short and mid-term actions that
can be taken to increase transit ridership and reduce VMT, the most effective and
complete way to address these issues requires long-term community planning centered on
smart growth principles and transit oriented development. Arlington has been in the
forefront of this for over 30 years.

During the creation of the Metro system, Arlington County argued successfully for the
creation of an underground route along an old commercial corridor of the County as
opposed to the original planned route along the median of [-66. The County then
developed a general land use plan centered around these Metro corridors that focused on
creating distinctive “urban villages™ around each station area, with a mix of commercial
and residential uses. By organizing community development and redevelopment around
high quality and high capacity transit and designing and operating our transportation
facilities to be compatible with this development, the County has worked to create
distinct mixed-use neighborhoods where our residents can live, work and play.

The Federal Role

The most important actions that can be taken by the federal government in support of
these policies are ones that you have heard many times over — increased funding,
prioritization of transit and increased coordination. Currently, federal funding for transit
programs accounts for only 20% of overall surface transportation funding. While I
understand there are pressing needs in the area of highways and bridges, we cannot
accomplish our transportation and environmental goals with this disproportionate level of
investment in transit. The federal government must recalibrate its investments in the
transportation sector in such a way as to invest more heavily in multimodal strategies.
The resources are simply not available at the regional or local level to provide for transit
operating expenses while at the same time making the appropriate capital investments to
ensure our transportation networks have the coverage, integration, and reliability
necessary not only keep up with current demand, but to provide a level of mobility and
access that will make public transportation an attractive option for our citizens.

There are also coordination and organizational issues that hamper the effective
application of federal programs and funding. Better coordination across organizations
within the Department of Transportation as well as between departments, such as the
Departments of Transportation, Energy, Housing and Urban Development and the
Environmental Protection Agency will help establish a broader view of the role of transit
in building sustainable communities.

From a policy standpoint, the Federal Transit Administration (FTA) has typically focused
on short-sighted metrics such as new transit riders and travel time savings while
overlooking integrated transportation networks and the importance of transit’s role in
focusing community development. Despite the promise of the Small Starts program
when it was established by Congress, FTA has narrowly focused on cost effectiveness
criteria as opposed to project effectiveness criteria, which would take into consideration
the effectiveness of the project to reduce per capita travel demand in the project corridor,
the ability of the project to double the density in the project corridor as compared to
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density in the rest of urbanized area; and the potential for the project, when combined
with appropriate land use and economic development actions, to reduce per capita
greenhouse gas emissions. Likewise. the Federal Highway Administration also make
changes, beginning with the prioritization of investments in areas that promote travel
choice, such as complete streets. | was encouraged by the statements of Secretary
LaHood and Secretary Donovan yesterday on the creation of the Sustainable
Communities Task Force, and I believe this will go a long way to coordinating all issues
related to sustainability.

Closing
Mr. Chairman, Arlington County applauds your leadership in convening this hearing and 1
thank you again for the opportunity to testify today.

We could not be having this discussion at a more important moment for the future of
public transportation. The confluence of the important issues of global climate change,
reducing our dependence on foreign oil, investing in our nation’s infrastructure, and
spurring long-term economic growth create the opportunity to fundamentally change the
way people move for years to come. Never before have our citizens been as interested in
and willing to use public transportation, and we must act now to make it more affordable,
accessible and available in communities throughout the United States. This must be a
joint effort among all levels of government and we look forward to being your partner.

[ am pleased to answer any questions you may have.
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The CHAIRMAN. Thank you, Mr. Zimmerman. Just so you know,
Mr. Zimmerman, all the times that you mentioned Portland, this
hearing is Mr. Blumenauer’s idea so one more idea we have to run
up the flagpole.

Our final witness is Mr. John Boesel, who is the president and
CEO of CALSTART, which is a nonprofit organization based in
California that works with public and private sectors to develop ad-
vanced transportation technologies. We welcome you, sir.

STATEMENT OF JOHN BOESEL

Mr. BOESEL. Thank you very much. I very much appreciate this
opportunity today. My organization has been working to develop
clean truck technology for the last 15 years. We are a fuel- and
technology-neutral organization so we work with companies work-
ing on biofuels, natural gas, hybrid fuel cells, et cetera. While we
are regional sounding in name, we are actually in this space work-
ing nationally. We have an office in Denver, and our chairman is
Fred Hansen, the general manager of Trimet in Portland.

What is possible from the clean truck sector? I think the Cali-
fornia AB—-32 climate change goals are possible relative to this sec-
tor, meaning a 20 percent reduction below 1990 levels by 2020 and
80 percent below 1990 levels by 2050. I am a technology optimist.
I do believe it is possible. Next slide, please. Actually the next slide
after that.

[Slide.]

We have two key technologies that I think are ready and avail-
able to go today, our hybrid trucks. We have got a variety of dif-
ferent technologies, plug-in, hybrid electric and hydraulic hybrid.
All are viable. These are U.S. companies producing these core tech-
nologies. We also have now three major manufacturers that are
producing natural gas trucks and I think those are also ready to
go and show a way to reduce our dependence on oil. Next slide,
please.

[Slide.]

A key for natural gas, a key fuel that we ought to just be devel-
oping right away and doing what the Swedes are doing very effec-
tively is biomethane. It is taking biomaterial, putting it in a di-
gester, letting it cook for about 3 weeks, cleaning it up and putting
it into the pipeline or directly into vehicles. The Swedes are doing
this very effectively and they are in compliance with the Kyoto Ac-
cord and it is something that is there, low tech, ready to go. We
should be doing it. Next slide.

[Slide.]

And this slide just shows that the potential between biofuels and
hybrids is something we really ought to take advantage of. Florida
Power and Light has taken one of our hybrid trucks, is running
biodiesel-30 on it, and this truck today is getting a 70 percent re-
duction or displacement of oil between the hybrid technology and
the biodiesel. So it is something that is here and ready to go. I
think there should be continued support of both bio and renewable
diesel as well as investment in the next generation, green diesel
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technology, which companies like UOP and Amerus are developing.
Next slide, please.

[Slide.]

I think there are going to be niche opportunities for pure electric
trucks. FedEx is deploying these delivery vans in London, and I
would say that one reason that they are doing it is because of the
congestion pricing policy in London has reduced the cost of these
trucks in the London area. Next slide, please.

[Slide.]

I would say that—let me just make a few more comments on
technologies. Other viable approaches are fuel cells and hydrogen.
I think they are a little more of the R&D phase and need addi-
tional investment in that area, and I would say that the Federal
Transit Administration has done a very good job of helping develop
that technology in buses. There is a very good robust program in
the last T bill and hopefully there will be a low-carbon-bus R&D
program in the next T bill. There are also opportunities to advance
the core diesel technology. There is waste heat recovery, lighter
weight materials, lots of different approaches that we can use to
make even basic diesel technologies more viable and more efficient.

In summary, I just want to hit on some key policy recommenda-
tions. First of all, I think the high price of oil that we saw last year
was the mother of all policies. It really helped drive efficiency and
improve the business case for all the alternatives. It is clearly
something in Europe and Japan they have figured out how to send
a consistent price signal at the pump. On cap and trade, Congress-
man Salazar, to answer your question, we do not see this having
a material impact on demand in the transportation sector. The
price of carbon that we see coming out of cap and trade would not
significantly affect the price at the pump, so we might see a 20-
or 30-cent price increase as a result of cap and trade but we don’t
think it will materially impact demand. However, if there are auc-
tion allowances we would certainly hope that they could be used for
transportation measures.

In the absence of a high price signal, I do think a new energy
bill that would extend the existing tax credits for alternative fuel
trucks and hybrid trucks is very important. On page 6 of my writ-
ten testimony, we have laid out specific rebates that ought to be
provided for hybrid trucks based on the amount of battery capabili-
ties of each truck.

And then lastly, I just want to thank the U.S. Army and the De-
partment of Energy and EPA for their programs in this area and
hopefully we can have an integrated approach going forward.

One last point is that I think T. Boone Pickens has done a good
job of helping to educate the Nation about the economic problems
associated with importing oil each year. Depending on the price of
oil, that price tag goes from $250 billion to $750 billion a year. We
simply cannot keep affording that. We have got consumer debt that
is out of control. We have got budget deficits that are out of control
and our trade deficit, and imported oil is a huge portion of that
problem and it is time to really address it. Thank you very much.

[Statement of Mr. Boesel follows:]



Clozn Transportation

www.calstart.org

Board of Directors

Dr. Lon Bell
BSST, Inc

Mr. John Boesel
CALSTART

Mr. John Formisano
FodEx Express

Dr. Michael Gallagher

Westport Innovations

Mr. Fred Hansen
Tritdet

Mr. Dan LeFevers
Gas Technology Institue

Dr. Chung Liu
South Coast Ar Quality
Management Distrigt

Mr. John Marinucci
New Flyer industries Limited

Mr. Alan Niedzwiecki
QUANTUM Teshnalagies
World Wide inc.

Mr. Ehtisham Siddiqui
BAE Systems

Mr. George Survant
Florida Power and Light

Mr. William Zobel
SEMPRA / SoCal Gas

34

Testimony by
John Boesel, President and CEO of CALSTART

Before the Select Committee on

Energy Independence and Global Warming

On

Constructing a Green Transportation Policy:

Transit Modes and Infrastructure
March 18, 2009

Chairman Markey and Ranking Member Sensenbrenner, thank you for inviting me to
testify before the Select Committee on Energy Independence and Global Warming this
morning. This is a very timely hearing. We appreciate the opportunity to provide
comments on the technologies and policies necessary to reduce emissions from medium-
and heavy-duty vehicles.

After providing some background information on CALSTART, we will lock at today's
landscape and provide an overview of the leading technological solutions for this sector.
Next, we will discuss the key policy drivers for this industry, including a look at incentive
structures based on significant industry and fleet feedback. Finally, we will provide our
vision of the framework of a bold and successful program to accelerate the development
and deployment of clean, efficient, low-carbon medium- and heavy-duty vehicles.

in the midst of great economic and environmental challenges, we believe this vision can
help America achieve significant benefits: increased competitiveness of our transportation
companies and expanded green jobs; reduced costs and greater efficiency of our goods
movement; significantly reduced dependence on foreign petroleum; and immediate and
growing reductions of carbon from transportation, and world leadership in this arena.

What is CALSTART?

CALSTART is North America’s leading advanced transportation technologies consortium.
it is a fuel and technology neutral, participant-supported non-profit organization of more
than 130 companies and agencies, dedicated to expanding and supporting a high-tech
transportation industry that cleans the air, creates economic opportunity and reduces
imported oil use and greenhouse gas emissions.

CALSTART serves as an unbiased, strategic broker to spur advanced transportation
technologies, fuels, systems and the companies that make them. It works across four
areas to expand and support this industry: operating technology development and
demonstration programs with industry partners; consulting to ports, fleets and others on
implementation of new fuels, vehicles and technologies; providing services to industry
members to expand their capabilities; and supporting and guiding the creation of policies
that increase the efficiency and reduce the emissions of U.S. transportation.

CALSTART plays a leading national role in facilitating the development of advanced
propuision systems and alternative fuels in the heavy-duty vehicle and transit industry. i
helped create the capability for heavy-duty hybrid drive systems in transit buses in
program partnerships with DARPA, and now leads efforts in advanced commercial vehicle
hybrids, fuels cells, hydrogen and biofuels. Founded in 1992, CALSTART is
headquartered in California but operates nationally and internationally in its programs.

Medium- and Heavy-Duty Vehicles: the Challenges and Opportunities
This is a critical time for the development and deployment of clean, low-carbon medium-
and heavy-duty vehicle technologies in the United States and around the world. Warnings
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about climate change from the scientific community are growing more serious and
frequent, and transportation sector emissions are one of the core challenges.
Transportation contributes a third of greenhouse gas (GHG) emissions in the U.S., as high
as nearly 50 percent in some regions such as California. And because of their high
mileage and fuel use, medium- and heavy-duty vehicles alone make up 7 percent of total
GHG emissions. Additionally, despite significant progress, criteria air poliution from
transportation remains a serious concern driven partly by population growth, goods
movement and sprawl. Petroleum consumption and related emissions are expected to
continue increasing in developing economies such as China and India, increasing world
demand and competition. The past several months have seen almost unprecedented
volatility in oil prices, contributing to economic difficulties in petroleum-dependent
societies.

These challenges have certainly spurred progress and the beginnings of early adoption of
clean transportation technologies, including promising developments in medium- and
heavy duty vehicles. However, low oil prices coupled with a global economic recession
are now threatening to disrupt -~ and stall — the very movement toward cleaner, more
efficient technologies in the medium- and heavy-duty vehicle sector we most need.

What are some of the technologies and fuels that can address needed reductions? There
are exiremely promising low carbon, high-efficiency solutions becoming available and
making their first push into the truck and bus market from US companies. We've
measured this progress from our on-the-ground work in these sectors and with the
companies bringing them forward. We believe these solutions can grow and be the first of
a new generation of technologies and fuels with a thoughtful, longer term policy and
assistance structure. Some of the more promising options are outlined below:

* Hybrid Trucks — in electric, hydraulic and plug-in variants — are just entering first
production in North America, thanks in part to our Hybrid Truck Users Forum (HTUF)
program, a partnership with the US Army National Automotive Center (NAC) which
accelerates commercialization and builds user and market demand. Four major
American truck makers (Navistar, Peterbilt, Freightliner and Kenworth), several
smaller truck providers and an array of driveline and component suppliers are in the
early market stage. Hybrid vehicles have been validated in both lab and real-world
testing to reduce fuel use — and carbon emissions ~ by 20-50 percent in medium and
heavy-duty work truck duty cycles. US manufacturers currently lead the world in
heavy hybrid technologies, unlike hybrids in passenger cars. The biggest barrier is low
production volumes that lead to high incremental costs.

« Natural Gas & Biomethane are gaseous fuels that together can provide both
immediate benefits and a pathway to steadily reduced greenhouse gas emissions
without added vehicle and infrastructure changes in the future. Naturalgasis a
proven clean domestic fuel with carbon emissions as much as 20 percent less than
conventional diesel. The first major truck companies are now adding natural gas
engine offerings because of emission and climate concerns at port and urban regions.
Biomethane is the renewable form of natural gas which can be produced from
municipal solid waste, landfill gas, animal manure and other wastes. It can be
significantly lower in climate impacts than natural gas, yet can be blended with and
used in place of the fuel. Europe has been an early leader but the US has significant
opportunities to make waste into fuel from urban and farm sources if the barriers to
production can be reduced.

« Biofuels have been shown capable of both offsetting petroleum and reducing
greenhouse gas emissions, with the level of benefits directly linked to what the biofue!
is made from, and how it is made: feedstock and process are critical. While first stage
biofuels provide in most cases meaningful greenhouse gas reductions, they are as

Page 2
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important as stepping stones to the next generation of biofuels which will utilize waste
materials and more energy efficient production processes, contributing to significant
cuts in GHG. US innovators are among the world leaders in the new biofuel
technologies but run the risk of losing out to strategies more supportive of research
and development and setting clearer market signals for high petroleum prices.

« Hydrogen progress in key early market segments, inciuding promising opportunities
in heavy urban transit buses, has been more pronounced than is often reported.
Indeed, the heavier bus segment has offered a more realistic launch platform for
development and steady improvement of fuel cell, blended-fuel engines and other
systems using hydrogen. When derived from bio-based sources, including wind and
solar generation, hydrogen has the ultimate potential to nearly eliminate carbon
emissions and increase energy efficiency. The technology has moved beyond
prototypes in the transit market and can grow from this initial niche, but still suffers
from very high costs from the early stage technology, the need for continued
operational improvement and the need for continued investment in the core systems.

s Improving Conventional Engines and Vehicles offers a rich area for steady carbon
reductions over the next decade through increased thermal efficiency of engines,
thermal energy recovery, advanced aerodynamics, lighter-weight materials, optimized
powertrain designs, higher-efficiency components and auxiliaries and reduced
operational idling. Medium and heavy-duty vehicles show the potential for 50 percent
and greater reductions in fuel use and carbon emissions from this suite of
improvements. However, current price signals, investments in development and
regulatory goals are insufficient at present to drive these improvements.

Spurring Progress: The Crucial Role of Policy
The role of public policy in creating and sustaining the conditions necessary for the
successful and widespread deployment of efficient, low-carbon medium- and heavy-duty
vehicles cannot be overstated. With low oil prices and a struggling economy, the role of
policy — and a suite of tools ranging from smart regulation and long term goals, incentives
and investments — takes on even greater importance. Comprehensive and proactive
public policies are necessary for the industry’s growth and can help drive innovation and
industry growth in these key ways:
= Creating a favorable business and investment environment and development
cerlainty through clear and consistent regulations and goals
+ Increasing market demand through standards, parinerships and purchase
incentives
« Providing financiaf support through R&D funding. loan guarantees and project
finance, direct investment, tax breaks, and other avenues

For now, the clean medium and heavy duly vehicle industry needs targeted assistance
and policies to overcome market barriers. These policies should be technology neutral,
rewarding high performance against goals, innovation, and efficiency. In time, given the
right market conditions, the high-efficiency, low-carbon truck industry can be expected to
pass through this initial transition period and to thrive without direct assistance. The
United States has the opportunity to become a world leader in this sector. Missing out on
this opportunity would be a significant loss to our economy and our environment.

Can Carbon Trading or Taxes Shift Transportation? Not Alone

At this point in the commercialization process, stable, long-term price and regulatory
signals are absolutely essential. Companies and investors require stable incentives and
regulatory signals to make the business case for developing new technologies, while
consumers require long-term signals to alter their purchase decisions and permanently
change their behavior. Short-term subsidies and overly flexible or short-lived regulations
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do not provide the certainty necessary to justify large scale investments. Similarly, short-
term incentives are unlikely to produce lasting change in consumer behavior.

The recent oil price fluctuations clearly illustrate the importance of price signals in driving
investment decisions and consumer choices. High gas prices in 2007 and 2008 led to
investments in alternative fuels, fueling infrastructure, and vehicles. Now, however, there
is a real danger that low oil prices and a struggling economy will halt the progress being
made on the clean transportation front. Technologies and investments that were
promising to investors and attractive to consumers with diesel over $4.00 a galion do not
look as good with prices around $2.00. Without long term price signals for both investors
and consumers, it will be difficult to transition the nation toward clean, low carbon fuels
and vehicles.

It ig vitally important that any comprehensive program to reduce carbon emissions include
the transportation sector. If the federal government enacts a cap and trade program,
fransportation fuels should be included at the outset. This will help to create a partial price
signal and provide an indication to the trucking industry that the country is moving toward
cleaner, more efficient, lower-emitting vehicles. Similarly, a carbon tax could help send a
partial signal to the marketplace, both users and manufacturers. Regardless of the actual
mechanism chosen to reduce carbon emissions, the key is to put a price on carbon and to
do it in a transparent manner. Providing information about both the end goal and the plan
and schedule for getting there will allow companies, investors, and consumers to make
long-term investment decisions.

However — and unfortunately - we do not expect climate legislation alone to be sufficient
to drive transformational change in the transportation sector. The impact on fuel prices is
expected to be relatively small at the outset and is not expected to influence purchase
decisions and technology investments in the medium- and heavy-duty sector.

Complementary policies will be necessary. Some regulation-based policies have been
suggested, are in operation elsewhere or are under development, such as low-carbon fuel
standards, establishing strong national fuel economy rules and greenhouse gas tailpipe
standards. All could be implemented alongside and support a carbon tax or cap and trade
system. Beyond these regulatory frameworks, however, there remains a strong need for
a comprehensive suite of policies, investments and strategies to move high efficiency, low
carbon medium- and heavy-duty vehicles more quickly to the market.

Needed Key Incentives and Policies

The targeted and strategic use of public funds is necessary to accelerate the development
and deployment of efficient, low-carbon vehicles, fuels, and infrastructure, and provides
significant benefits to the nation in both spurring additional, early carbon reductions and
growing US technology and “green” manufacturing jobs.

» Therefore: We believe auction revenues from a cap and trade system or tax
receipts from a fuel or carbon tax should provide a significant and reliable source
of funding reinvested into the next generation of transportation carbon reduction
solutions. Medium- and heavy-duty transportation is often overlooked in policy
structures such as these, but deserves investment both because of its contribution
and its carbon reduction and economic benefits.

Additional investments are needed at all stages of the commercialization process, from
basic research and development to demonstration and deployment. Recognizing the need
for public investment in this space, CALSTART worked alongside other California
stakeholders to enact a high tech and fuel investment program (Assembly Bill 118) that
will invest $200M per year over seven years in new transportation technology and fuels at
the state level. Replicating this program at the national leve! — with a commensurate
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investment and over a similar time frame — would help reduce transportation-related
carbon emissions while supporting the growth of high-quality “green jobs” in the United
States.

R&D — development stage: There is a clear need to increase public investment in the
development of clean and efficient vehicle and fuel technologies. The public sector has
traditionally played a significant role in early stage technology development, and the need
for this public investment is increasing as the financial crisis deepens and private
companies cut back on risky long term investments. Specific needs for the medium- and
heavy-duty sectors include:
« Improved system integration and manufacturability
« Reduced energy storage costs specific to commercial vehicle designs
« FElectrified and advanced components {to enable even greater fuel economy gains
in alt trucks by reducing engine load and enabling start-stop operation)
» Improved thermal efficiency and thermal recovery
«  Advanced aerodynamics
» Fuel-optimized and downsized engines, advanced combustion schemes, power
generation, light-weight materials, and advanced control systems.

Demonstration and validation — pre-production stage: successful and transparent
demonstrations can help to “unlock” the environmental and economic benefits of new

vehicle and fuel technologies by proving their viability in real world situations and speed
user feedback to more quickly design production systems. Public investment and
partnerships can help to overcome this barrier and bring these technologies from fab to
market. It is important that the demonstrations are public and that analysis of technology
performance is shared. Pilot programs can be used for the demonstration and validation
of vehicles and infrastructure. For example, CALSTART is working with a number of
California transit properties to secure funding for the Zero emission Transit User Group (Z-
TUG), which would provide valuable real world testing and analysis of zero-emission
transit bus technologies. Other potential pilot programs include:

+ Local designation where there is a high level of truck activity (near a port or

transfer location):

s Farming region, with potential link to fuel source

* A designated "Clean Transportation Corridor" program

+ Construction Equipment

Purchase incentives — early market stage: new technologies in the early stages of market
deployment tend to cost more than the business case of fleet owners allow them to pay.
Smart and targeted purchase incentives, aligned with policy goals, can help technoiogies
get through this transition period by accelerating deployment and increasing demand. As
demand and production volumes increase over time, and as the innovation cycle
continues with process improvements and movement up the leaming curve, purchase
costs can be expected to come down and the need for incentives should disappear.

« Therefore: As a first step, we recommend extending and augmenting the existing
but expiring tax credits for high-efficiency, low-carbon hybrid trucks. Current tax
credits for such trucks sunset at the end of 2009. Their implementation was
originally delayed by the IRS and now need to be extended by three years to
match introduction timelines, and enhanced to change fleet purchase behavior,

« Additionally, we recommend a simple and streamlined rebate program going
forward. Though tax credits are valuable in encouraging deployment, rebates can
be even more direct and effective in the commercial vehicle market. An up-front
rebate will encourage fleet purchase and ensure participation by state, county and
municipal fleets that are currently excluded from tax-based programs.
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CALSTART has worked with other industry stakeholders through the Hybrid Truck Users
Forum {HTUF) to develop a simple, streamlined purchase incentive program for hybrid
trucks. We envision extending this program to give purchasers of advanced high efficiency
and low carbon medium and heavy duty vehicles rebates based on demonstrated
increases in fuel efficiency. The rebates would be determined on a sliding scale based on
the fuel efficiency gain of the particular model, as verified by EPA testing procedures (see
Table 1}. California’s Air Resources Board is proposing a similar program, funded at $26
million dollars, as part of ifs funding plan under AB 118 for FY 2009-2010.

Table 1; Rebates lo Purchasers of High-Efficiency Commercial Trucks (first year level)

Vehicle Weight Demonstrated Fuel Efficiency Gain
20% 30% 40% 50%
8,500 ~ 10,000 ib $5,000 $7,500 10,000 12,500
10,001 - 14,000 ib $10,000 $15,000 20,000 25,000
14,001 33,000 1b $15,000 $20,000 25,000 30,000
10% 20% 30% 40%
>33,000 Ib truck $20,000 $27,500 $32,500 $40,000

Our experiences suggest that the best way o encourage the development and
deployment of high-efficiency, low-carbon vehicle technologies in the medium- and heavy-
duty sector is through a cooperative, comprehensive, multi-year investment program. The
success of our Hybrid Truck Users Forum (HTUF) in accelerating the development and
deployment of hybrid trucks demonstrates the value of this approach.

s For this reason, CALSTART aiso believes an increase in the budget for the
Army's National Automotive Center (NAC) to allow it to continue and expand its
leadership work in this HTUF effort is an effective tool to maintain innovation.

While HTUF has keenly focused for the past several years on hybrid truck technology, itis
expanding its work to support high-efficiency trucks, particularly those overlapping areas
of development and deployment that support both enhanced, improved hybrids and
fundamentally improved conventional trucks. Additionally, the merger of high-efficiency
trucks with fow carbon fuels is a critical next step, providing a “multiplier” affect that
increases the impact of both strategies immensely.

« Similarly, we believe that the National Fuel Cell Bus program should be continued
and expanded under the oversight of the Federal Transit Administration, but
guided with a more low carbon, technology-neutral focus.

The Next Step: A Bold and Coordinated Approach

We welcome and support all efforts to move these promising and vital technologies
forward. But we also believe the most effective and rapid progress can come from a
major, coordinated and targeted national program.

With support from key industry stakeholders such as Eaton, Navistar, Freightliner,
ArvinMeritor, Azure Dynamics, Bosch Rexroth and FedEx, CALSTART has developed a
framework for a U.S. High Efficiency Advanced Truck Technology (US HEATT) program
to support the rapid adoption of new truck technologies that will provide multiple benefits
for the nation. US HEATT calls for a significant multi-year year investment in purchase
incentives and research, development, and demonstration. The US HEATT approach
calls for a comprehensive, multi-year $1.5 billion program targeting aggressive outcomes
for developing and deploying commercial vehicle products that significantly reduce
carbon.

Page 6
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CALSTART believes the industry and the nation would benefit from a high profile program
built on these parameters:

= First, a commitment to target, support and fund over a multi-year period the steps
required to achieve commercialization: R&D; Demonstration and Validation; and
Purchase Incentives. To get maximum effect, an integrated strategy
encompassing all three is needed.

= Second, government’s role and risk should be different at each stage, but a
portfolio approach as o how much funding to apply to each stage, and a
commitment to do so consistently over several years, would be most beneficial to
the market. 1t would focus industry technology investments and engineering
resource allocation as well as signal to private investors where to extend their
investment into innovation in new technology. Such signals can often leverage as
much private resource as direct governmental funding.

o Research and development might rightly make up 15-20% of such a total
government partnership portfolio, with pre-production demonstration,
testing and validation an additional 5-10%. We see the need for
meaningful purchase incentives, declining over time, making up as much
as 70-75% of this overall portfolio.

*  Third, it is highly important that research, development and demonstration
activities be designed and operated to encourage competition, innovation and
new players. Past efforts in some agencies have been closed to any but a
handful of manufacturers and suppliers, a constraint unlikely to speed new
approaches. Additionally, a commitment to spur action and achieve aggressive
outcomes would add energy to the program. We can envision a multi-year
commitment to achieve 40-50% fuel economy gains as an average across all new
trucks as a starting point for discussion.

» Fourth, such a program structure would ideally be led by a partnership that sees
the value of and desires action to occur. Given the likely growing concerns with
reducing foreign oil imports for energy security, the need for greater fuel efficiency
to save truck operators money and secure jobs, and the need for significant
carbon reductions in the future, a multi-year program would be ideal as a clarion
call to and a signal of commitment and action.

= Fifth, the level of investment should be commensurate with the needs and the
challenge. This can serve as a framework for the effort needed o ensure U.S.
manufacturing technology leadership and meeting its energy security and
greenhouse gas emissions goals.

Environmental and Economic Benefits of Swift Action
The rapid development of a comprehensive program to support high efficiency, low
carbon trucks would have multiple benefits

Keeping America Competitive: By moving ahead boldly now, domestic truck
manufacturers and component suppliers can maintain their competitive advantage.
Clearly, the nation's auto industry has been hurt by its failure to look to the future and
strive for technological leadership. With this program, U.S. medium and heavy-duty
manufacturers and suppliers could become global leaders in advanced truck technology,
resulting in greater exports and an improved balance of trade.

Lowering Operating Costs for Trucking Fieets: American trucking fleets have been hard hit
by increased oil prices. Incentive funding would help fleets purchase technology that will
either reduce or eliminate their dependence on oil. Indeed, some fleets have had to use
their capital purchase budgets to pay for the increase in their operational budgets because
of fuel spikes. lronically, this even further reduces their ability to buy the new technologies
they need to save fuel -~ and reduce operational costs. Greater efficiency in this sector
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will both ease the pain felt by the trucking industry and make U.S. industry more
competitive as a whole.

Securing America's Future by Reducing Dependence on Oll: The commercial trucking
sector uses more than 20 percent of the oil consumed in the transportation sector. I's an
amount roughly equivalent to what's imported from the Middle East. Even before sales
slowed greatly in the passenger car market, goods movement was the fast growing sector
in the transportation field. Over a 10-year period, a well-designed program could result in
a 30 percent or greater reduction of oif usage. This could result in savings of over $50
billion per year in payments for imported oil.

Cutting Greenhouse Gas Emissions and Setting a Positive Global Example: Lower carbon
fuels and reduced oil consumption will result in fewer greenhouse gas emissions. The
U.S. would be demonstrating global leadership by showing how advanced technology can
cost-effectively reduce greenhouse gas emissions from the goods movement sector and
spurring exports. Commercializing more efficient truck technology would be even more
significant in other countries where the percentage of commercial vehicles is much greater
than in the U.S. Commercial vehicles represent about 25 percent of the total U.S. vehicle
population. In China, Brazil, and Mexico, commercial vehicles represent more than 50
percent of their vehicle populations.

We believe the time for action is now. We can build single year investments, driven by
economic necessity, into a targeted, multi-year effort that sends strong and unambiguous
signals to American industry, investors and vehicle users that improved efficiency and
lower carbon are critical, provide assistance to that industry to build the new technologies
needed on a faster pace than they can manage alone helping them stay or become world
leaders, and grow the next generation of high quality “green technology” jobs the nation
needs in the coming low carbon world.

Thank you for this opportunity to present our ideas and we would be pleased to answer
questions and serve as a resource to the committee.
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The CHAIRMAN. Thank you, Mr. Boesel, very much.

Let me recognize the gentleman from Oregon, Mr. Blumenauer.

Mr. BLUMENAUER. Thank you, Mr. Chairman, for your courtesy
and for scheduling this hearing.

I am struck, Mr. Boesel, just talking about nuts-and-bolts things
that are possible right now that are within the window of economic
feasibility and with a little nudge might blossom to make a huge
difference, and our ranking member did talk about the potential
with trucking and we look forward to working with you on those
elements.

I have two questions that I would like to put to the panel. One
just deals with where my friend, the ranking member, left off. He
talked about the pool of money that could potentially be generated,
two thirds of a trillion dollars, perhaps double that, but then ig-
nores what happens with the money. The President envisions that
significant amounts of money would be available to further incent
energy efficiency, be available for rebates for families to cope with
challenges and to be invested in other ways, and I just wonder if
you could briefly touch on ways that the money that may poten-
tially be generated could be spent in a way that could reduce the
carbon footprint. For instance, Mr. Zimmerman, you talked about
struggling with FTA to try and get them to just administer existing
laws so you can build streetcars and other things but what dif-
ference, what could you do with those resources to build on the ad-
mirable record of success that you have?

Mr. ZIMMERMAN. Congressman, we would have a long list, but,
you know, to start, things like implementing obviously a streetcar
is an example where a comparatively small investment can yield
tremendous results in promoting not just transit use but the com-
pact development pattern that you need that is really key to ulti-
mately reducing greenhouse gas emissions, and the kind of smaller
investments you can make—we did a transit center, for instance,
for a few million dollars, much of which in fact was federal grant
money through the CMAC program which provided a transit nub
in a place called Shirlington which is actually right off a major
highway, which is an example of a compact development where you
don’t have big, you know—you don’t have a train but we are able
in the area of about a quarter of a cloverleaf to pack in a commu-
nity that is very desirable. People want to go to visit. There are
now people living there, working there, restaurants, and we have
a transit center that gets about 400 buses a day and carries several
thousand people. That was a comparatively small investment,
which, you know, a federal grant helped make possible. There are
all kinds of things like that you can do, and again, I would stress
also not just the money but how do you remove the obstacles that
make it so difficult to get that you say well, for a few million dol-
lars am I going to hold up my project for years in process. That is
a tough question for us.

Mr. BLUMENAUER. We want to come back to you in terms of reau-
thorization. I want to just touch briefly with our other panelists,
Mr. Clarke, Mr. Varga. There is nobody that puts a gun to the
head of the people in Arlington or Grand Rapids that forces them
on transit, forces them to walk to work, to bicycle. You have ref-
erenced in several ways the choices, making the choices more at-
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tractive so that people can take advantage of them. Would you like
to elaborate on that for a moment, Mr. Clarke, in terms of choice
for our citizens?

Mr. CLARKE. Thank you. We often hear that one of the biggest
challenges facing getting more people riding is Americans’ love af-
fair with their cars. I believe Americans have a love affair with
their quickest, cheapest, most convenient way of getting around,
which we have done a very good job of making driving recently. A
soon-to-be-published report comparing the U.S. and German trans-
port policies shows that Germans, who love their cars and fast cars
as much as anyone, have a 41 percent mode share for biking, walk-
ing and transit. They have the choices, they have the options and
they choose the easiest and most convenient way of getting around.
In Copenhagen, again, the speaker at the National Bike Summit
said that is the reason why Copenhagers ride their bikes. It is not
because they are big environmentalists, it is not because it is in
their genes, it is because cycling is the easiest, quickest, most con-
venient way of getting around. So I think that is part of the trick
and to refer back to your last question, I took the precaution of
talking to Roger Geller at the city of Portland yesterday and he
says that for about the equivalent cost of 800 feet of the I-5 Colum-
bia River Bridge replacement project, they could effect a Copen-
hagen-style transformation of Portland and achieve a significant
mode shift and mode change over a 15- to 20-year period. That
seems to me a wise and sensible use of resources that are there.

Mr. BLUMENAUER. Thank you.

Thank you, Mr. Chairman.

The CHAIRMAN. The gentleman’s time is expired. The chair recog-
nizes the gentleman from Colorado, Mr. Salazar.

Mr. SALAZAR. Thank you, Mr. Chairman.

I want to get back to my opening statement because the—could
you address the argument of should we just put a carbon tax on
this and utilize that money to develop new greener technologies
and things like that or should we do the cap and trade? Any of you
can answer.

Mr. VARGA. If I can address this, you should do anything you can
whether it is cap and trade or a carbon tax or taxing vehicle miles
traveled to get 250,000 cars off the road daily. Only 54 percent of
people have access to public transit. You need to shift that so you
need to use some of those revenues from those sources to deal with
the problems rather than the current revenues that are available
to increase public transportation. So I would encourage all of you
to look at different kind of climate change legislation that uses
those mechanisms to fund these alternative sources of transpor-
tation.

Mr. SALAZAR. Which one would you prefer? I mean, a simple car-
bon tax on emissions or——

Mr. VARGA. To me, a simple carbon tax and an assessment on
vehicle miles traveled, a combination of those things so you reduce
also the vehicle miles traveled.

Mr. SALAZAR. Anybody else?

Mr. ZIMMERMAN. Honestly, I think that any of these approaches
would help in almost any combination. Essentially what Mr. Varga
said is the most important thing, that you have to make the incen-
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tives reflect the policy goals and I think you have to make the price
to be paid reflect the social cost, and, you know, anything from
raising the gas tax, you know, which would help a lot, or something
more sophisticated like a vehicle miles traveled tax, which in some
ways would be better but harder to do, but really I think any of
these things would be better than where we have been and, you
know, it is going to be a matter obviously of what you can make
work on, you know, many of the levels. I wouldn’t know how it
would pick—in terms of how it affects me at the local level, any of
these things I think would be helpful in getting the right outcomes.

Mr. SALAZAR. Anyone else?

Mr. CLARKE. I must say, we as an organization don’t have a par-
ticular preference. We do know that as gas hit $4 a gallon last
year, our phones were ringing off the hook. Our events were going
crazy. In the Denver metro area, for example, their Bike to Work
Day grew from a steady 15,000 people a year to over 25,000, almost
25,000 people because people were focused on the price point, and
clearly the price of gas and is a big issue as to how people choose
to travel. So whether that is the right mechanism, we don’t really
have a horse in the race, whether it is cap and trade, whether it
is a carbon tax, but the price of carbon certainly needs to be raised
so we can pay for any of these alternatives.

Mr. SALAZAR. Mr. Boesel.

Mr. BOESEL. I would just say that in general I don’t know that
a carbon tax is going to generate a higher price at the pump than
cap-and-trade program would. I think they end up—when you see
the proposals, they end up sort of having the same net impact. So
in terms of demand, I don’t know that there is a huge difference.
I do think it is critical, you know, how the revenues get spent. I
want to applaud Mr. Sensenbrenner for his bill talking about the
need for additional funding for hybrid truck R&D. We have got to
find a way to fund projects like that. And so I think that is critical.
I will say that in California there is a proposal being put forth to
a commission that is looking at how to revamp the State’s funding
system, and one of those is that there be a surcharge on gasoline
and diesel, recognizing that a cap-and-trade program would not
have a big impact.

Mr. SALAZAR. And briefly, Mr. Boesel, you talked about innova-
tive technologies to create more efficiency, I believe, in some of the
work you are doing. Are you aware of Sterman Industries in Colo-
rado that uses an Apollo space mission technology that has been
able to increase internal combustion engine efficiencies by as much
as 40 percent?

Mr. BOESEL. We are quite aware of that very impressive firm,
Mr. Salazar. I think they have got some very interesting tech-
nology, and they are one of the reasons why I am an optimist about
what can be done to really cut oil use and carbon emissions from
the truck sector because there are technical solutions out there. We
just need the right kind of policies that encourage that they be
used, and I am afraid that $2-a-gallon gasoline doesn’t really do
that.

Mr. SALAZAR. Thank you.

Thank you, Mr. Chairman.

The CHAIRMAN. I thank the gentleman.



45

The chair recognizes the gentlelady from California, Ms. Speier.

Ms. SPEIER. Thank you, Mr. Chairman, and thank you to all the
panelists.

You know, I am struck by the statement I heard earlier today
that Americans love their cars fast, heavy and big, which is all very
true, and, you know, in California, where I am from, we are all
very sensitive to the environment being energy efficient. We have
got the AB-32 law on the books. But I go to my local dealerships
and they tell me that overnight the popularity of hybrids dropped
like a rock and the big, heavy SUVs were once again popular. We
are trying to direct Detroit to build cleaner, more-energy-efficient
cars and yet it is all about supply and demand, and how do we ad-
dress that?

Mr. ZIMMERMAN. I will start. You know, I think again that it is
a matter of what we are incentivizing. I think while there is un-
doubtedly some truth to the statement that this is what people
want, I think that is overstated because we have essentially been
subsidizing automobiles and penalizing other things. If you create
communities in which the only way to get a quart of milk is to get
in your car, then obviously you are going to create great preference
in driving, especially for anybody who needs to be able to get a
quart of milk. On the other hand, I think the evidence indicates
when you look particularly at what has been happening in real es-
tate over a period of time, people are opting for other things. They
are paying a premium. You know, the biggest criticism that we get
of my community is gee, it is too expensive, everybody would like
to live there but, you know, that is telling you something. We don’t
have enough competition in this kind of thing.

Similarly, just on, you know, the straight-up question of cars
versus other things, if we are making automobile travel easier be-
cause parking is free everywhere but you have to pay to ride tran-
sit, well, you know, you are clearly giving disadvantage. So I think
that the overall incentive structure will have a big impact and I
think that that is implicit in the point you were making that we
saw a tremendous change in market demand based on a fluctuation
in a short period of time in the price of fuel, so stabilizing the price
of fuel at a more realistic level, which would frankly be higher, re-
flecting the other impacts of its consumption, would go a long way,
I think, to generating the right demand and allowing both manu-
facturers to know not only of automobiles but of other products to
know that it made sense to invest in them and bring the return
and over time, you know, I think you are going to see the behavior
change as well, and again, I don’t know the best way to do that.
If all you did was tax gasoline at a more sensible level and stabilize
the price at a higher level, you would have tremendous effect on
many of these other things we have worked too. Some of them
might work better. But somehow you need a policy that does that.
Otherwise I think we continue to get into this fluctuation that you
were describing, and the complaint from people trying to do either
policy at the local level or manufacturing goods saying, you know,
I can’t count on what is going to happen next.

Mr. VARGA. What I would like to say is that you should really
incentivize public transportation, bicycling, walking versus using
your car where you are putting your investment. If you are putting



46

your investment into making it easier for people to buy cars, use
cars, then you are not creating the kind of land-use patterns that
really help people move to communities where they can walk eas-
ily, take a bicycle, live in a neighborhood, use public transit, get
rid of their car. It takes an adjustment. It took me an adjustment
to get used to my hybrid car, you know, and we have to think
about what is important. What is important is to save the earth.
I mean, there were two shows last night that talked about global
warming like we are still debating it yet we are dumping sand on
the beaches nearby here because the sand is being eroded because
of global warming. We are spending money the wrong way. We
should be spending our money incentivizing a change in behavior
and you have to change behavior.

Mr. BOESEL. Maybe just to add to that and say that I do think
that the way we do our planning can really be improved, and in
California there has been new legislation passed, S.B. 375, that
will require metropolitan planning organizations to help come up
with sort of a carbon footprint analysis and plan to reduce emis-
sions in vehicle mile travel. I think Mr. Blumenauer is considering
legislation along these lines that might also be helpful at a na-
tional level. If we start building in requirements that we reduce
emissions through better planning, lower-carbon trucks and
through the goods industry, then I think, you know, we can see
some progress.

Ms. SPEIER. Let me just applaud that because it reminds me a
lot of the housing element requirements in California that by vir-
tue of requiring the housing element and having a percentage of
low-income housing, communities were forced to develop those per-
centages. So it sounds like a good plan, Congressman.

Mr. BLUMENAUER [presiding]. We will talk. Thank you.

Mr. Inslee.

Mr. INSLEE. Thank you.

I am just wondering going forward, looking at our transportation
funding, you know, we have a transportation bill coming up, we
have all these great ideas for giving Americans multiple transpor-
tation choices, which I really think this is all about between single-
occupancy cars, bikes, buses, trains, sidewalks, you name it. How
we should think about the division of our financial resources be-
tween those? Has this group thought about what the target ought
to be for modes that have the capacity to be safe, reliable and re-
duce, you know, our impact on the environment? Should there be
a target in that regard regarding the disposition of our resources
and how would that target relate to where we are right now?

Mr. CLARKE. I can’t say that I have run this by my colleagues
on the panel here but speaking for the American Bikes Coalition,
which is a coalition of the national bicycling organizations, the
numbers that we are commonly using are currently 13 percent of
fatalities on our Nation’s roads are bicyclists and pedestrians,
about 10 percent of trips are made by foot and by bicycle, and we
get currently between 1 and on a good day 1% percent of federal
transportation funds being spent on those modes, significantly less
if you look just at the safety funds. So there is clearly an imbalance
that we would like to see rectified. Our goal that we would like to
see in this reauthorization is to find a mechanism to double the
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percentage of trips that are made by foot and by bike to get us up
to the levels enjoyed by many of our economic competitors around
the world and to do that through everything from school programs
which get people thinking the right way at an early age right the
way through complete streets policies, which are supported by
AARP and the Realtors and a variety of other groups along those
lines. So that is the kind of balance that we would like to see more
in the next transportation bill.

Mr. ZIMMERMAN. When you consider that something like 60 per-
cent of transportation emissions are generated by passenger vehi-
cles and that is about a fifth of the total of the U.S. greenhouse,
at least CO; emissions, as I understand it, I think there is an argu-
ment for targeting other modes and trying to promote them but I
would say it is not only a matter of funding those but of how policy
overall winds up incentivizing what you do so for instance, you
know, when you have tax policy that is promoting free parking,
that is a factor, but you also have to consider how you give out
whatever money you give out so that if you had a policy that was
rewarding the kinds of investments not only in the modes you want
but also rewarding the supportive policies that, for instance, we ad-
minister at the local level, I mean, most land-use policy is local pol-
icy. Some states, you know, govern it but mostly it is the most local
thing done, and yet what you need to do if you want to get a
project funded whether it is a road, transportation project or any
of it, it doesn’t really depend on a whole lot of that and the prac-
tices in the past have tended to be independent of that. In fact,
they have tended to promote exactly the wrong kind of thing. So,
you know, if somehow you were rewarded for the fact that you are
investing in existing commercial areas that you have land-use poli-
cies that promote compact development and transit orientation not
just transit adjacency, rather than rewarding people because they
are going faster over longer distances solely, I think that that can
have a really big impact.

Mr. INSLEE. So let me start at the beginning. If you don’t have
a goal, you don’t get there. I guess the question is, should we have
a goal for our transportation policy and appropriation coming up
here this year of a given——

Mr. ZIMMERMAN. I would say yes.

Mr. CLARKE. Yes.

Mr. INSLEE. Everybody is saying yes. Let me ask the question
first. It is a great panel. Of a given CO, emissions per mile trav-
e}lled in America, everybody is saying yes to that, I assume. Is
that

Mr. ZIMMERMAN. I would say yes but my only concern would be
when you try to set the goal nationally, you have to set it in a way
that doesn’t wind up being too low but on the other hand takes ac-
count of those areas that have already done some of the right
things and how do you not punish them for having done so. I don’t
think it is an easy thing or a simple thing to do but with that qual-
ification, then I think, yeah, you should set targets.

Mr. INSLEE. A quick question. I have been talking to the Better
Place folks about establishing an electric infrastructure for charg-
ing electric cars. I just got a BlackBerry this morning about Spain
moving in a very serious way to provide a public infrastructure for
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charging electric cars. We are now looking at some permitting
issues up in the State of Washington to allow that to move forward.
Some people have expressed concern about that ending up being a
monopoly, one company if they come in and provided all this infra-
structure. I think that can be handled but I just wonder if you have
any insights on how we provide this electric charging infrastruc-
ture.

Mr. BOESEL. That is a very timely question. I would say first of
all that I am very excited about the number of electric vehicles or
plug-in vehicles coming to the market. There are plug-in hybrids.
There are pure electric vehicles that are coming. I think one of the
real beauties of those cars is that people will be able to recharge
at their home and people are finally looking at these cars as more
urban city cars and not trying to make them do the exact same
thing that your gasoline car could do. I think to a certain extent,
the 1initial rollout of these vehicles will not be dependent on having
a public infrastructure, and I think surveys show that people would
love to be able to charge at home. But I do think that as we roll
out this infrastructure, it is very important that there be a con-
sensus within the industry, within utilities, car manufacturers,
that we don’t get into the beta versus VHS kind of debate and we
did that in the 1990s and we ended up with two different types of
charging plugs and now we still have those out there and those
same plugs are not relevant to the next generation of plug-in vehi-
cles. The good news is that the wiring is there.

Mr. INSLEE. With the chairman’s permission, just one quick ques-
tion{.} Should we try to strive for some uniformity in a charging sys-
tem?

Mr. BOESEL. Yes, we definitely should, and I think that is a great
role for government to really strive industry and get people to co-
operate and talk to each other.

M